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HEAVYWEIGHT 
CHAMPION... 


Controlled by 
the “‘Feminine Touch’’ 


There it is—right in the picture! Towmotor heavy- 
weight power is storing a mammoth packing case, and 
the entire operation is under womanpower control! 
Yes, Towmotor tackles loading, moving and storing 
assignments, involving many sizes and weights, with 
rugged power, speed, flexibility of operation—all sim- 
ply controlled. 

Towmotor packs the power to pick-up loads weighing 
as much as 10,000 pounds; to travel at speeds up to 
10 miles an hour; and to stack materials, regardless 
of shape or size, to space-saving heights up to 25 feet. 
Everywhere Towmotor is speeding production, visibly 
reducing handling costs and providing a method of 
fully utilizing available man or womanpower. Tow- 
motor will do the same for you. Towmotor’s new 
“Data File” explains all in detail. For a copy write 
Towmotor Corporation, 1231 E. 152nd Street, Cleve- 
land 10, Ohio. 


TOWMOTOR = 


THE 24-HOUR ONE-MAN-GANG 


Srxvicz S. Market St., Chicago, Il 


by THe Trarric Corp., 418 ; 
second class matter January 1, 1918, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 


Entered as 
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“Jhrac (i are going places!” 


Your shipping instructions should read— 


Via CCC Highway. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


17 South High Street DIVISION OF U. 8. TRUCK LINES Columbus, Ohio 
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HP 11. R. 3420, the bill amending the civil aeronautics 
| a ® act of 1938, as previously amended, has been re- 
| ported favorably by the House committee on interstate 
} and foreign commerce. It proposes many changes in 
the present law—some of minor and some of major 
‘mportance. Because of all that is being said and writ- 
ten these days about this “new transport agency,’ its 
possibilities for war and for peace, the necessity for 
“keeping ’em flying” in order to furnish employment 
for the intrepid boys who have been using them to 
carry destruction to the enemy, as well as what is re- 
garded in some quarters—though usually as an argu- 
ment in the interest of the industry—as the wisdom not 
only of using the air planes we now have but of main- 
taining the business of manufacturing them, it is de- 
sirable that public attention be centered on this bill, 
lest, in our enthusiasm, we do some unwise things that 
may have to be undone later. 

Important changes proposed are those designed to 
re-establish the independence of the air regulatory and 
administrative functions and to provide for direct fed- 
eral financial aid to civil aviation and the acquisition by 
the federal government of airports. 

The original civil aeronautics act of 1938 provided 
for an independent Civil Aeronautics Authority. There 
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Air Transport Regulation 


was also created in the Authority an Administrator 
who was empowered to carry on promotional work, 
construction, and operation of air navigation facilities, 
and similar functions. A three-man Air Safety Board 
was created in the Authority for independent investi- 
gation of aircraft accidents. 

President Roosevelt, in 1940, in his reorganization 
plans III and IV, under the reorganization act of 1939, 
abolished the Air Safety Board, transferred the Civil 
Aeronautics Authority to the Department of Com- 
merce, designated the five-man Authority as the Civil 
Aeronautics Board, and designated the Administrator 
as the Administrator of Civil Aeronautics. 

The present Lea bill would remove air regulation 
and administration from the Department of Commerce 
and change the name of the C. A. B. to the Civil Aero- 
nautics Commission, making it arn independent agency 
of government. It would subject the Administrator of 
Civil Aeronautics to a certain degree of control by the 
commission. Independent accident investigation would 
be conducted by a Director of Air Safety. 

The present law forbids the Administrator to “ac- 
quire any airport by purchase or condemnation.” 

The Lea bill authorizes—subject, of course, to Con- 
gress appropriating the money therefor—acquisition, 
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FOUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 
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Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


a Inc. 
mbus, Ohio 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate inereases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets 
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establishment, construction, development, improve- 
ment, installation, alteration, repair, maintenance, or 
operation of any airport or other air navigation facility, 
airport building, or other facility on or in connection 
with an airport. 

Federal air navigation facilities, such as the estab- 
lishment, marking and lighting of airways, are author- 
ized by the present law, but the Lea bill would go much 
further and authorize acquisition, establishment, and 
operation of airports. 

The minority report opposing enactment of the Lea 
bill directed attention to testimony of Charles I. Stan- 
ton, Administrator of Civil Aeronautics, in the so-called 
feeder line case before the C. A. B., in which he said he 
thought the federal government might have to extend 
its activities with respect to the airports, ‘particularly 
in the direction of establishing and helping to support 
or finance this as a federal-aid type of program”; that 
to put every city with 10,000 or more population within 
15 miles of an airport and to put every urban place with 
a population of less than 10,000 within 50 miles of an 
airport would require 600 more airports at a cost of 
$215,000,000; and that the necessary radio ranges, 
weather reporting bureaus, control towers, would take 
an additional $12,000,000. 

Under the Lea bill, the Civil Aeronautics Commis- 
sion would be authorized, within the limits of available 
appropriations made by Congress therefor, when it 
found such action to be necessary in the public interest, 
to make “direct payments to an air carrier, which, to- 
gether with all other revenue of such carrier, will en- 
able it most effectively to promote the public interest.” 
This part of the bill further provides that such pay- 
ments shall be subject to such terms, conditions, and 
limitations as the commission may prescribe (1) in air 
transportation otherwise than between points in the 
continental United States (not including Alaska), or 
(2) in air transportation for experimental purposes be- 
tween points in the continental United States (not in- 
cluding Alaska). The commission could make such di- 
rect payments to air carriers operating other than be- 
tween points in the United States, subject only to a find- 
ing that such payments were necessary in the public 
interest. As to operations between points in the United 
States, the payments would have to be based on findings 
that they were necessary for experimental purposes. 

The bill provides for training of pilots, technicians, 
and mechanics at federal expense, within limits of avail- 
able appropriations made by Congress. The minority 
report opposed this provision, contending that such 
training ought to be deferred until veterans of the na- 
tion’s air forces had been taken care of in such jobs. 


The committee said the inherent nature of aviation 
required federal regulation of all air navigation and air 
commerce and such regulation was provided for in the 
bill. State regulatory commissions are fighting that 
provision. , 

Chairman Lea, of the House committee on inter- 
state and foreign commerce, does not convince us by 
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his assertions that the bill reported by his committe. 
does not, in effect, authorize the opening of the federal 
treasury to large appropriations and a departure from 
present federal policy as to government ownership ang 
operation of airports. As we read the bill, it would paye 
the way for such developments and the probability jg 
that they would materialize. If that is not the purpose 
of the committee, it will be easy to change the language 
of the bill to make that clear. 

The bill includes “airports” in the definition of 
what constitutes air navigation facilities that may he 
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acquired and operated by the Administrator of Ciyj ind 


Aeronautics, within the limits of available approprig. | 2% 
tions made by Congress. It is also significant, we think, _ 
that the committee bill would take out of the present | We 
law the provision that the Administrator “shall not its 
acquire any airport by purchase or condemnation.” Oh 


The minority of his committee opposing the bill, 


says Chairman Lea, is incorrect in asserting that sec. | 
tion 303, authorizing certain federal acquisition and } dis 
operation of airports and other air facilities, opens the | ™ 
door to large appropriations, his contention being that } jo 


the purpose of that section is to vest in the air commis. } 


sion a veto power over such acquisition and operation. 


Nevertheless, if the commission so decided, it would be | " 


entirely within the law, if the bill were passed, in au- 
thorizing federal acquisition and operation of airports 
it deemed “‘reasonably necessary in the interest of civil 
aeronautics or national defense.’ This section further 
specifies procedure to be followed by the Administrator 
in acquiring “real property or interests therein.” 

The bill without question, in our opinion, would 
“open the door” to federal ownership and operation of 
airports. 

Chairman Lea, we think, minimizes the provisions 
in the bill authorizing direct federal payments to ‘aif 
lines. The inescapable fact is that the bill does authorize 
such payments. Here is another opening of the door to 
federal expenditures. The bill ought to be amended to 
close these doors. If it is not, and it becomes law as it 
now stands, there is no question but that Congress 
would then be asked to appropriate substantial sums of 
money to permit expansion of the federal government's 
financial support of civil aviation, and the probability is 
that such appropriations would be made. 

So we say this proposed legislation should be scrv- 
tinized carefully. We are trying, or should be trying, t0 
regulate a business, not to promote something that can- 
not stand on its own feet. It is well, perhaps, to re-estab- 
lish the independence of the commission, if a commis- 
sion is needed, but the regulation of the rates and prat- 
tices of domestic air carriers ought to be the function 
of the Interstate Commerce Commission, which dis 
charges that duty with respect to other forms of trans: 
portation. The same arguments apply in the case of aif 
transportation that were effective, after a long struggle, 
in the case of water and motor transport. There is no 
sense in having one kind of transportation regulated by 

(Continued on page 1418) 
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Decisions of Interstate Commerce Commission 


Railroad, Water, and Motor Transport 
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Soybeans, Illinois to Indiana 


Because there appeared no justification for a higher rate 
én soybeans, the average loading of which was about 90,000 
pounds, than on grain products, the loading of which averaged 
about 40,000 pounds, the Commission, division 2, has found rates 
on soybeans, in carloads, from points in Illinois to Decatur, 
Ind., unreasonable, and has prescribed reasonable rates in No. 
99667, Central Soya Co., Inc. vs. Alton Railroad Co., et al. The 
proceeding involved allegations that the rates on grain and 
soybeans, in carloads, from points in Illinois to Decatur, Ind., 
were unjust and unreasonable, unjustly discriminatory, and 
unduly prejudicial to complainant and unduly preferential of 
its competitors with mills at other points in Illinois, Indiana, 
Ohio, and Kentucky. 

The Commission found the assailed rates were, and for the 
future would be, unreasonable to the extent that they exceeded, 
or might exceed, the rates at present in effect on grain prod- 
ucts, or 25 per cent of the first-class rates for corresponding 
distances in appendix E of the report in Eastern Class Rate 
Investigation, 164 I. C. C. 314, whichever were lower. Under 
the latter basis, it said, fractions should be disposed of as fol- 
lows: Those less than 0.25 cent should be dropped; those of 
0.75 cent and over should be increased to the next higher whole 
cent; all other fractions should be made 0.5 cent. The distances 
to be used in determining the rates related to the appendix E 
rates should be as provided in the eastern class rate investiga- 
tion, said the report, and that carriers should file appropriate 
fourth-section application for such relief as might be necessary. 
The defendants, according as they participated in the trans- 
portation, were required to establish the rates on or before 
March 1, 1944, on notice to the Commission and to the public 
by not less than 30 days’ filing and posting. 

The report said it might be understood that the aforemen- 
tioned findings did not necessarily apply to the rates of the 
Chicago & Eastern Illinois maintained in connection with the 
Pennsylvania and the Erie. Traffic from points on the C. & 
E. I.,.it said, apparently moved at present in connection with 
the New York, Chicago & St. Louis at rates substantially 
lower than maintained in connection with the other lines, and 
that there would seem to be no practical reason for reducing 
the rates over those other routes. 

The report pointed out that the inbound rate level was of 
considerable importance to the complainant because there was 
a loss of about 18,000 pounds a car represented by the oil ex- 
tracted from the soybeans in processing, on which complainant 
paid the rate from origin to Decatur with no subsequent transit 
adjustment thereon. 

It said that the maintenance of lower rates on grain prod- 
ucts than on grain permitted millers at competing points to 
market their produets in and around Decatur at a lower cost 
than the complainant had to pay on the beans alone. It would 
also be observed that the general level of the grain rates of 
the central territory lines was lower than the level maintained 
by the western Illinois lines and, in fact, somewhat lower than 
the rates on grain products maintained by the latter, it said. 

Defendants had urged that it would be improper to relate 
the rates on soybeans to the class rates, as, from experience, 
they were sure that the shippers would not be satisfied with 
such an adjustment, and that it would be unfair to the carriers, 
said the report. They had contended that, due to carrier com- 
petition as well as elevator competition, it would be necessary 
to adopt a percentage of around 24 per cent of first class if it 
was desired to obtain an average basis of at least 20 per cent 
of first class, said the report, and that the rates on grain prod- 
ucts did not afford a proper basis for determining reasonable 
maximum rates on grain or soybeans. The report continued: 


These rates were first established many years before the advent of 
transit. The grain moved into the transit point on the local rates, and 
the grain products rates then established were designed to cover the 
movement of the products from the mill point to destination, and 
were, in effect, proportional rates. The application of these rates on 
grain products has been broadened from time to time resulting in the 
adjustment now in effect. These rates on grain products have, how- 
ever, been in effect for many years and have definitely become a part 
of the rate adjustment. They must, therefore, at this time be deemed 


to be reasonable rates for the transportation of the traffic for which 
they are maintained. 


The report pointed out that the rates on grain and on grain 
products were generally the same in central territory, and were 
also the same in western territory, “having been so prescribed 
in the general grain and grain products proceeding,” as a 
preface to the statement that there appeared no reason for 
higher rates on soybeans than on grain products, and added 
that “these defendants maintain so many exceptions to the 
combination basis for which they contend that their support of 
this basis is greatly weakened.” The report continued: 


As compared with the general rate level on grain and grain prod- 
ucts in central territory, the conclusion is inescapable that the assailed 
rates on soybeans to Decatur are excessive in many instances, particu- 
larly those of the western Illinois lines, including those of the Toledo, 
Peoria & Western. The unreasonableness of the rates of the central 
territory lines results mainly from the extensiveness of the blankets 
maintained. Although the Commission has in the past prescribed or 
approved rates on grain in central territory on the basis of 27.5 per 
cent of the first-class rates prescribed in appendix E of the report in 
the eastern class rate investigation, nevertheless the actual movement 
of grain in this territory is, for the most. part, on rates considerably 
lower than that basis, and we know of no reason why soybeans should 
not lkewise move on this general level. ... 


The report said there was no evidence of record to support 
the allegation of unjust discrimination, and that establishment 
of the rates found reasonable would remove any undue preju- 
dice that might exist. : 

The report said the Indianapolis Board of Trade had inter- 
vened in behalf of the complainant and that the Board of Trade 
of the City of Chicago; A. E. Staley Manufacturing Co., of De- 
catur, Ill.; the Toledo Board of Trade; and companies with mills 
in Illinois, Indiana, Wisconsin, Michigan, and Ohio, had inter- 
vened in opposition, mainly to the allegation of undue prejudice, 
and had appeared at the hearing. 


A. & C. Bonds 


Pointing out that the Southern Railway Co. would effect 
a reduction in the aggregate gross interest charges of $9,056,543 
as compared with present charges under the bonds to be re- 
funded in Finance No. 14360, Atlanta & Charlotte Air Line 
Railway Co. Bonds, the Commission, division 4, with Commis- 
sioner Porter concurring but saying that the price obtained had 
por: been given adequate consideration, has issued a report and 
order: 


1. Granting authority (a) to the Atlanta & Charlotte Air Line 
Railway Co. to issue not exceeding $15,000,000 principal amount of first 
mortgage 3% per cent bonds, and $7,850,000 principal amount of second 
mortgage 3% per cent bonds; and (b) to the Southern Railway Co. to 
assume obligation and liability in respect of the interest on these bonds, 
and the sinking-fund payment for the first mortgage bonds; said first 
mortgage bonds to be sold at 99.039 per cent of par and accrued inter- 
est from Nov. 1, 1943, and the proceeds used to pay in part outstanding 
bonds totaling $20,000,000, which will mature July 1, 1944; said second 
mortgage bonds to be delivered to the Southern Railway Co. in pay- 
ment for advances of $5,000,000 to retire outstanding bonds, and of 
approximately $2,850,000 for sinking-fund payments under the proposed 
first mortgage of the Atlanta & Charlotte Air Line Railway Co. 

2. Authorizing modification of lease agreement under which the 
Southern Railway Co. operates the properties of the Atlanta & Charlotte 
Air Line Railway Co. 


The report also embraced Finance No. 14361, Atlanta & 
Charlotte Air Line Railway Co. Lease. 


Commissioner Porter said the first mortgage bonds, small 
in amount, constituted an exclusive prior lien on an indis- 
pensable part of the double track main line of the Southern 
Railway between Washington, D. C., and Atlanta, Ga. The 
bonds had been sold at an effective annual cost of 3.82 per 
cent, he said. Referring to the recent sale of $28,483,000 of 
Pennsylvania, Ohio & Detroit Railroad Co. bonds, Commissioner 
Porter said these bonds were secured by a lien shared with 
other issues on a line of railroad not indispensable to the prin- 
cipal main lines of the Pennsylvania system, “yet were sold at 
a better price than that obtained in the instant case,” and 
made a similar reference to the recently-authorized sale of 
$12,929,000 of Philadelphia, Baltimore & Washington Railroad 
Co. bonds. 

“Tt is thus apparent that the price obtained for the bonds 
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in the instant case is not commensurate with the value of the 
security offered,” said Commissioner Porter. “It would seem 
that the Southern Railway Company, acting for the Atlanta & 
Charlotte Air Line Railway Co., should not have accepted less 
than par for these bonds and that it might have profited by 
making further exploration of all phases of the market, more 
especially when consideration is given to the 20 year term of 
the instant issue as compared with the 25 and 35 year term 
of the other securities mentioned.” 

The majority report said that four bids had been received 
by the Atlanta & Charlotte, representing 81 firms and corpora- 
tions, the highest having been from Halsey, Stuart & Co., Inc., 
representing itself and 45 other firms. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission. ) 


Gasoline and Kerosene 


Fourth section application No. 18568, Gasoline and Kero- 
sene from Louisiana to Natchez, Miss., embracing fourth sec- 
tion application No. 19526. By division 2. On further hearing, 
authority granted, by supplemental fourth section order No. 
14201, on conditions, to establish and maintain a rate not less 
than 20.5 cents on gasoline and kerosene, in carloads, from 
Gretna, Harvey, Marrero, Westwego, and Avondale, La., to 
Natchez, Miss., without observing the long-and-short-haul pro- 
vision of section 4. Prior report 245 I. C. C. 305. Temporary 
relief was authorized by fourth section order No. 14566, and 
application No. 18568 was reopened for reconsideration and 
further hearing with respect to the origins west of the river. 
From these origins west of the Mississippi River to Natchez, the 
report said, the proposed rate was the same as the rate now 
in effect from and to the same points over routes east of the 
river. 


Roasted Coffee 


Fourth section application No. 19134, Roasted Coffee from 
Houston, Tex.,; to Chicago, Ill., embracing fourth section appli- 
cation Nos. 19361, as amended, Roasted Coffee to Chicago, IIl., 
and 19367, Roasted Coffee from Texas Ports to St. Louis and 
Memphis. By division 2. Authority granted, on conditions, 
by fourth section order No. 15027, to establish and maintain 
rates on roasted coffee, in carloads, from Houston, Tex., New 
Orleans, La., and Jacksonville, Fla., to Chicago, and from 
Houston, Galveston, Texas City, and Beaumont, Tex., to St. 
Louis, Mo., and Memphis, Tenn., without observing the long- 
and-short-haul provision of section 4. Temporary relief was 
authorized by fourth section order No. 14351, as supplemented. 
The applications were based on port equalization and market 
competition, said the report, and that relief had also been 
requested on behalf of applicants in Nos. 19134 and 19361 to 
enable those carriers to establish and maintain at intermediate 
points, to which there might develop actual movements of this 
traffic, rates the same as those in effect from New York to the 
same points. There was no opposition to the proposed adjust- 
ments or the relief sought thereunder, it said. Applicants in 
Nos. 19134 and 19361 were authorized to establish and maintain, 
over existing routes rates on roasted coffee, in carloads, from 
Houston, minimum weight 50,000 pounds, and from New 
Orleans and Jacksonville, minimum weight 30,000 pounds, to 
Chicago, and to points intermediate thereto to which rates were 
required to be revised under the conditions set forth, the 
same as those contemporaneously in effect on like property from 
New York to the same destinations, but not lower than 44 
cents to Chicago and the present rates from New York to other 
destinations, and to maintain higher rates to intermediate 
points. 


Applicants in No. 19367 were authorized to establish and 
maintain rates on roasted coffee, in carloads, minimum weight 
30,000 pounds, from Houston, Galveston, Texas City, and Beau- 
mont to St. Louis and Memphis, and to points intermediate 
thereto to which rates were required to be revised under con- 
ditions set forth, the same as those contemporaneously in effect 
on like property from New Orleans to the same. destinations 
but not lower than 49 cents to St. Louis and 44 cents to Memphis 
and not lower than the present rates from New Orleans to other 
destinations, and to maintain higher rates to intermediate 
points. Conditions as to higher-rated intermediate points were 
that rates to those points should not be increased except on 


authority of the Commission; rates to higher-rated intermediate. 
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points embraced in Nos. 19134 and 19361 at which there mi 
develop an actual movement of the traffic should not ex, 

rates on like property from New York, and not lower than t 
present rates from New York; rates to higher-rated intermedia 
points embraced in No. 19367, except those in southern . 
should not exceed rates on like traffic from New Orle 


territory 
ans tothe 


same intermediate points; and relief should not apply to cir jul 


cuitous lines or routes more than 50 per cent circ 


¢ C uitou, 
the short-tariff line or route was 1,000 miles o = Whete 


1,00 r less, or typ cor 
routes more than 334% per cent circuitous where the Short. § Cer 
tariff line or route exceeded 1,000 miles, except that where the we 
distance over the short-tariff line or route exceeded 1,000 mil y t 
and the distance over the longer line or route did not ex “ ‘ 
1,500 miles, relief would apply to such longer line or route eve, B Om 


though it was more than 334 per cent circuitous. 
Splawn dissented in part. 


Commissioner § hea 


spe 

Cabbage ve 

No. 28904, Safeway Stores, Inc., of Nevada, vs. Atchi - 
Topeka & Santa Fe Railway Co. et al. By the Commie 7 
Commissioner Johnson. Rates on cabbage, in carloads, from Ri 
Castroville, Oxnard, Los Angeles, and Fullerton, Calif., to Rast Ne 


Portland, Ore., found unreasonable in the past, and from 


Guadalupe, Santa Maria, Lompoc, Oxnard, Los Angeles 2 
El Centro, Calif., to Seattle, Wash., found enum 2 , 
past and for the future, but not otherwise unlawful. Reagop. , 
able basis of rates prescribed, and reparation awarded. The 2 


report said through class rates from origins in California to 


East Portland and Seattle were on a lower level than rates 4 
based on the 21651 scale, prescribed in Utah Shippers Traffic : 
Assn. vs. Atchison, T. & S. F. Ry Co. 172 I. C. C. 306, As | y 
compared with the adjustment of class rates maintained from 


points in California generally to East Portland and Seattle, it 


said, the rates assailed had been and were unreasonable. It : 


was believed proper that the reasonableness of rates on cab- 
bage be determined by a comparison with the general adjust- 
ment of class rates as maintained from and to those points 
rather than by comparisons with class rate adjustments main- 
tained to other points in Oregon and Washington, the report 
said, and that there had been and was no sufficient justifica- 
tion for the maintenance of rates for cabbage higher than the 
concurrent class C rates and relatively higher than the general 
adjustment of class rates to East Portland and Seattle. The 
rates assailed were found unreasonable to the extent that they 
had exceeded the corresponding through class C rates concur- 
rently in effect; and found that assailed rates from Guadalupe, 
Lompoc, Los Angeles, Oxnard, and Santa Maria to Seattle 
were and for the future would be unreasonable to the extent 
that they exceeded or might exceed the corrsponding present 
class C rates, but that rates assailed had not been and were 
not otherwise unlawful. 


Through Bus Routes 


MC C-336, Dave Wolzinger, Doing Business as Pony Ex- 
press Stages, vs. Burlington Transportation Co. et al. By divi- 
sion 3. Complaint dismissed. Prescription of through bus routes 
between Los Angeles, Calif., and certain other points, on the 
complainant’s line, on the one hand, and points on the defend- 
ants’ lines, on the other, found not necessary or desirable in 
the public interest. The report said the defendants, Burlington 
Transportation Co., Interstate Transit Lines, and Union Pacific 
Stages, Inc., were agreeable to the establishment of through 
routes and joint fares from and to the points on complainant's 
lines which they did not service. The principal issue, according, 
related to the establishment of through routes from and to 
Glendale and points south thereof, and from and to Wendover 
and points east thereof to, but not including, Salt Lake City, 
said the report. If through routes were prescribed from and to 
the common points as sought by complainant, the Burlington 
and Interstate would lose passengers they presently trans- 
ported, it said. This would also be true of, Interstate as to 
points on the Union Pacific, it said, since these defendants were 
affiliates. The defendants had no duty under section 216(a) 
to establish through routes merely to enable the complainant 
to share in transportation which they could perform, it said. 
The long-haul provisions of section 15(4) of part I of the act 
had no counterpart in part II of the act, the report pointed 
out, adding that “we may establish through bus routes in 4 
proper case without respect to these provisions. Here, however, 
the defendants, in addition to the single-line through service, 
maintain through routes and joint fares, and provide adequate 
service and facilities. The statutory provisions relating to the 
establishment of through routes require something more than 
a showing that the proposed routes merely would, as here, 
create additional through routes.” 
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Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 4943, Sub. 22, J. H. Robinson Truck Lines, Inc., 
corpus Christi, Tex., extension, embracing MC 4943, Same. 
Certificate denied. General commodities, with exceptions, be- 
tween Gonzales and Luling, Tex., or between Houston and San 
Antonio, Tex., over specified routes. 

*MC 70451, Watson Brothers Transportation Co., Inc., 
Omaha, Neb., common carrier. Certificate granted, on further 
hearing, and findings in prior report, 24 M. C. C. 679, with re- 
spect to applicant’s right to a “grandfather” certificate, modi- 
fed. Continuance in operation, general commodities, with ex- 
ceptions, serving the intermediate and off-route points speci- 
fed in connection with the routes described in the prior report 
as‘ follows: Brock, Brownville, Johnson, Nemaha, Peru, and 
Talmage, Neb., as off-route points in connection with route 2; 
Riverton as an off-route point in connection with route 3; 
Newton, Ia., as an intermediate point on route 9; Burlington, 
Ottumwa, Brooks, Imogene, Lenox, Melvern, Nodaway, Ran- 
dolph and Stanton, Ia., as intermediate and off-route points in 
connection with route 10; and Sharpsburg, Ia., as an off-route 
point in connection with route 22. 

*MC 74588, Marion Trucking Co., Inc., Marion, Ind., con- 
tract carrier. Certificate or permit denied. General commodi- 
ties, between points in Indiana, on the one hand, and, on the 
other, points in Ill., Ia., Ky., Mich., Mo., O., Pa., W. Va., and 
Wis., under the “grandfather” clause. 

*MC 100778, Sub. 1, Ollin W. Allen, Piqua, O., extension. 
Certificate granted. Cream, from New Bremen, O., to Wash- 
ington, D. C.; empty cream containers on return movements; 
and butter, from New Bremen to Boston, Mass., over specified 
routes. 

*MC 102261, Sub. 2, Eldon Johnson, Riverton, Wyo., exten- 
sion. Certificate granted. Crude petroleum, in bulk, in tank 
trucks, between points in Wyoming; petroleum products, in 
bulk, in tank trucks, (a) from points in Natrona, Carbon, and 
Laramie counties, Wyo., to points within 10 miles of Cowdrey, 
Colo., and (b) from points in Natrona county, Wyo., to Dead- 
wood, S. D., and points in Lawrence and Meade counties, S. D., 
within 20 miles of Deadwood, over irregular routes. 

*MC 30902, Package Express, Inc., New York, N. Y., com- 
mon carrier. Certificate and permit denied, both as to “grand- 
father” rights, and as to public convenience and necessity. 
General commodities, between points in the New York com- 
mercial zone, over irregular routes, or between New York, 
N. Y., and Philadelphia, Pa., over a regular route. 

MC 49126, Zimmerman Trucking Service, Inc., Knights- 
town, Ind., contract carrier. Permit granted on reconsidera- 
tion in MC 49126, and findings in prior report 28 M. C. C. 233, 
and report on further hearing decided March 1, modified. .Con- 
tinuance in operation, over irregular routes, pulpboard, box- 
board, chipboard and strawboard, from Carthage, Ind., to 
Chicago, Ill., and from Red Bank, Ohio, to Anderson and 
Marion, Ind., strawboard, from Circleville, Ohio, to Anderson, 
Ind., iron and steel wire products, and fencing materials and 
supplies, from Sterling and Rock Falls, Ill., to points in Ind., 
Ohio, and Mich., and animal and poultry feeds from Chicago, 
Ill., to Indianapolis and New Castle, Ind. Commissioner Pat- 
terson, with Commissioners Mahaffie, Miller, and Rogers join- 
ing wiith him, dissented, saying the findings in the prior reports 
were sound and should be adhered to. In the prior reports, 


applicant’s operations were found to be those of a common 
carrier. 


Terminal Allowance Reports 


Wickwire Brothers, Inc., of Cortland, N. Y., has asked 
the Commission to grant an order directing rail carriers to 
perform the service of placing cars on and removing cars from 
its premises at loading and unloading points, or, in the alterna- 
tive, that the allowance of $1.10 a car made by the carriers to 
the company for performing such service be continued. The 
Company also asked that, as a further alternative, it be 
granted a rehearing for the purpose of presenting the facts 
as they now exist. These requests were contained in the 
company’s reply to their requirement of the Commission in a 
report in Wickwire Brothers, Inc., Terminal Allowance, Ex 
Parte No. 104, Practices of Carriers Affecting Operating Rev- 
enues or Expenses, Part II, Terminal Services, that the com- 
pany show cause why an order in accordance with the findings 
in the report should not be issued. 

In this, and in four other reports, the Commission found 
that, by means of allowances made by the respondent carriers 
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to the company involved, the carriers had refunded or re- 
mitted a portion of the rates or charges collected or received 
as compensation for the interstate transportation of property, 
in violation of section 6(7) of the interstate commerce act, 
having found that the obligations of the carriers did not ex- 
tend beyond reasonable points of interchange (see Traffic 
World, Oct. 9, p. 831). 

The company said that cars interchanged with the D. L. 
& W. were placed by that carrier on tracks just inside the 
plant enclosure, about one-half mile from its main line at 
the present time, but alleged that it was entitled to have cars 
placed beyond that point of interchange; and that cars inter- 
changed with the Lehigh Valley were placed by that carrier 
on tracks adjacent to its premises, but alleged that it was 
entitled to have cars placed beyond that point. 

The company said not over 10 per cent of the placements 
of cars on its premises involved any plant interruption or 
plant interference. It said only an average of eight cars a day 
were interchanged, for which it received $1.10 a car, and denied 
that there were normally from 30 to 40 cars interchanged. 
Among other things, the company said the tracks on its prem- 
ises were owned by the two carriers aforementioned, and 
that if such tracks were found to be inadequate it was the 
duty of the carriers to replace them, and that the service 
required of the carriers in placing about 90 per cent of the 
cars handled was no greater than would reasonably be required 
in servicing the general public under the line-haul rates. 


Sharon Steel Hoop Company 


__ The findings and conclusions of the Commission as to the 
situation at the plant of the Sharon Steel- Hoop Co., Sharon, 
Pa., were not only unsupported by the record, but were con- 
trary to the record, said the Erie Railroad Co., in its reply to 
the show-cause requirement in the Commission’s report in 
Sharon Steel Hoop Co., Terminal Allowance, Ex Parte No. 104. 
The report should be corrected in accordance with the facts, 
and the present allowance authorized, said the railroad, adding 
that if the Commission was of the opinion that the record was 
insufficient. to warrant such action, it was requested that the 
proceeding be set down for further hearing and the receipt of 
additional evidence. 

At the time of the 1931 and 1932 hearings, and continuing 
to the present, the Erie said it had standard type switching 
power available in the Sharon district and could have served 
the plant of the industry in the receipt and delivery of carload 
shipments of freight at its ordinary operating convenience with- 
out difficulty and without interference from or interruption by 
the industry. The Erie said extensive quotations from the 
decision in Sharon Steel Hoop Co. vs. Pennsylvania Co. 59 
I. C. C. 378, had been made in the supplemental report of divi- 
sion 3, and that the assumption that the 1919 conditions had 
existed in 1931 and 1932, and thereafter, was erroneous. In 
the period 1927-1929 many important changes had been made 
in the plant facilities and operations of the industry, it said, 
and that all physical impediments or obstructions had been 
eliminated. 

Sharon Steel Corporation, successor in interest to Sharon 
Steel Hoop Co., in its “response to the rule to show cause” 
contained in the Commission's report in Sharon Steel Hoop 
Co., Ex Parte No. 104, repeated the statement of the Erie to 
the effect that the findings in the instant report were erroneous . 
because they were based on statements set forth in the 1919 
decision in Sharon Steel Hoop Co. vs. Pennsylvania Co. 59 
I. C. C. 378, and.not on the evidence of record in the instant 
proceeding. The company discussed at length changes in its 
operations which, it said, had resulted in recognition by the 
railroads that the industry could perform the service at a lower 
cost than it could be performed by them, and consequent pay- 
ment of the allowance in question. 

An order should not be entered in accordance with the 
findings set forth in the instant supplemental report, said the 
company, and that the Commission should correct the findings 
in accordance with the evidence presented and recognize the 
validity of the present allowance. If the Commission was not 
satisfied that the record permitted of such action, a further 
hearing should be held to develop the facts, it said. 


Railroad Abandonments 


Representative Winter, of Kansas, has introduced H. R. 
3758, to establish additional standards and to declare the policy 
of the Congress with respect to the abandonment of railroad 
lines. The language in the Winter bill is identical to that in 
S. 1489, introduced by Senator Reed, of Kansas (see Traffic 
World, Nov. 6, p. 1114). 


1.-G. N. 


By a report and certificate in Finance No. 14080, Interna- 
tional-Great Northern Railroad Co. Trustee Abandonment, 
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Commissioner Porter dissenting, the Commission, division 4, 
has permitted abandonment by Guy A. Thompson, trustee of the 
International-Great Northern, of a branch line of railroad ex- 
tending from a main line connection at Navasota to Madison- 
ville, in Grimes and Madison counties, Tex., approximately 
44.7 miles. The report said the traffic on the branch was very 
light. Protestants had introduced considerable evidence pur- 
porting to show that the traffic could not be handled efficiently 
or economically by truck even if trucks and tires were avail- 
able, it said, but added that the record showed that some of 
the shippers in the territory were patronizing the trucks in 
preference to the railroad, and that indications were that truck- 
ing activities had not been curtailed to any appreciable extent 
because of inability to procure equipment. 

Certain employes would be affected by the proposed aban- 
donment, including a station agent, a station helper, and an 
engine watchman, all employed at Madisonville, in addition to 
two section crews consisting of two foremen and eight laborers, 
said the report. Applicant contemplated the retention of these 
men for similar employment on other lines of its system, it 
said. Train and engine crews now employed on the branch 
would be distributed only to the extent of operating on other 
runs, the applicant proposing to use the crew now serving 
the branch to take over a portion of the run of the crew 
between Mart and Navasota, thereby reducing the mileage of 
the latter crew, it said. Jurisdiction was reserved for two 
years to consider the question whether conditions should be 
imposed for the protection of employes adversely affected. 


Rock Island 


Protestants in- Finance No. 13928, Chicago, Rock Island & 
Pacific Railway Co. Abandonment, involving abandonment by 
the trustees of the Rock Island of the branch line in Muscatine, 
Cedar, and Scott counties, Ia., extending from Stockton to 
Tipton, approximately 21.66 miles, have filed a petition for a 
restraining order with the Commission, alleging that the 
applicant had commenced dismantling the branch line in ques- 
tion a second time, although the Commission had not as yet 
rendered a final decision in the proceeding. The Commission, 
by an order of Feb. 12, had permitted abandonment of the 
line, said the protestants, and had reopened the proceedings 
for rehearing. This rehearing, they said, was had at Tipton 
in September and that the matter had been set down for oral 
argument Dec. 10, at Washington. The applicant had begun 
to dismantle the line in May, but had discontinued dismantling 
operations when the Commission had granted a rehearing, 
they said. Again on Nov. 8, said they, the applicant had begun 
dismantling the line and that this was unlawful. They asked 
an order restraining the applicant from further dismantling 
any portion of the line until final decision in the proceeding. 


Midland Valley 


The Brotherhood of Locomotive Engineers, Brotherhood of 
Locomotive Firemen & Enginemen, Order of Railway Conduc- 
tors, and Brotherhood of Railroad Trainmen have filed a pe- 
tition to intervene, and a petition for reopening and reconsid- 
eration of the Commission’s order of Oct. 29 in Finance No. 
14345, Midland Valley Railroad Co. Abandonment. The pro- 
ceeding involved abandonment by Midland of a branch line of 
railroad in Sebastian county, Ark., extending 16.7 miles from 
Hartford Junction to Excelsior. 

The brotherhoods asked reopening and reconsideration for 
the purpose of giving consideration to the inclusion of terms 
and conditions for the protection of employes who might be 
adversely affected as a result of the order authorizing the 
abandonment. The brotherhoods said the Commission’s order 
did not include any mention of protection of the engine and 
train service or any other employes. 


Wisconsin Central 


In Finance No. 14418, Wisconsin Central Railway Co., and 
E. A. Whitman, as receiver of the Wisconsin Central, and G. 
W. Webster and Joseph Chapman, trustees of the property of 
Minneapolis, St. Paul & Sault Ste. Marie Railway Co., ask 
authority to abandon and remove 69.2 miles of railway, ex- 
tending from Stevens Point to Portage, and a branch line from 
Packawaukee Junction to Montello, 7.7 miles, all in Portage, 
Waushara, Marquette and Columbia counties, Wis., and for the 
cessation of the operation of said line by the trustees of the 
Minneapolis, St. Paul & Sault Ste. Marie. The application said 
the cost of operation had for many years past exceeded the 
revenue derived from the branch ard that, in order to co- 
operate with the request of the War Production Board for 
salvaging the maximum quantity of rail and scrap material 
the branches should be removed. 


Missouri Pacific 


Examiner Jerome K. Lyle, by a proposed report in Finance 
No. 14273, Missouri Pacific Railroad Co. Trustee Abandonment, 
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has recommended that division 4 permit abandonment py 
trustee of the Missouri Pacific of a branch line of rajj 
extending from Sedalia to Warsaw, in Pettis and Benton eg 
ties, Mo., approximately 42 miles. The examiner saig tha 
although the protestants had asserted that the branch sinter 
an area of approximately 1,000 square miles, with a total 
population of 17,000, it was apparent from the record that the 
major transportation needs of such an area and population had 
not been performed by the railroad. Traffic spread so “thin” 
as that carried by the branch usually fell short of supportin 
railroad operations of the scope involved, he said, ang that 
the question whether the territory would be so dependent on 
the service of the branch that its economic future, particular 
as related to the war effort, would be so seriously threatene| 
that the losses of the applicant should be treated as secondary 
must be answered in the negative. j 

He said that 16 employes were engaged in the operation 
of the line. These employes generally held seniority rights on 
the eastern division of the applicant’s western d'strict. Just 
what effect the exercise of seniority would have on the em- 
ployes involved or on others was not shown by the regg 
he said, and recommended that, in the event the line was 
abandoned, the Commission should, in accordance with its 
usual practice, reserve jurisdiction for a period of two years 
to consider whether conditions should be imposed for the 
protection of employes adversely affected. 


L.& A. 


By a proposed report in Finance No. 14281, Louisiana & 
Arkansas Railway Co. Abandonment, Examiner R. Romero has 
recommended that the Commission find that present and future 
public convenience and necessity had not been shown to permit 
abandonment by the L. & A. of a line of railroad extending 
from St. Francisville to the end of the track at Angola, in West 
Feliciana Parish, La., approximately 19.62 miles. Operation 
of the line in 1941 and 1942 had resulted in system earnings, 
said the report, but that such operations could not be depended 
on entirely to predict future results because of changed con- 
ditions brought about by other abandonments. Operations under 
the changed conditions should be conducted long enough to 
show operating results for at least one year, it said, particularly 
in view of the applicant’s admission that the proposed trucking 
service to be substituted for the rail service would be conducted 
at a loss. The highway proposed to be used in the substituted 
service appeared to be inadequate to handle the rail tonnage, 
said the report, and that in view of the shortage of materials 
and manpower there was considerable doubt as to whether 
the state highway department would be able to keep it in re- 
pair under war-time conditions. Moreover, it said, “we are 
not convinced that the substituted motor service would ade- 
quately serve the principal shippers.” 

Abandonment of the line might adversely affect the train- 
men, enginemen, and yardmen, it said, but that because of 
the present demand for workmen it was believed that probably 
no individual would suffer any loss of employment. A request 
had been made by a labor representative that, in the event 
abandonment was permitted, the Commission reserve jurisdic- 
tion to protect the interests of employes who might be ad- 
versely affected. In accordance with its usual practice, the 
report recommended, the Commission should reserve jurisdic- 
tion for two years if abandonment of the line was permitted, 
to consider whether conditions should be imposed for the pro- 
tection of employes. ? 
















































MAINE CENTRAL PURCHASE 


The Commission, division 4, by a report and order in Fi- 
nance No. 14344, Maine Central Railroad Co. Purchase, has 
approved the purchase by the Maine Central of the properties 
and franchises of the Portland & Ogdensburg Railway. The 
report pointed out that the maine Central had been authorized 
to acquire control of the P. & O. through ownership of capital 
stock in Finance No. 14169, Portland & Ogdensburg Railway 
Control, decided May 10. The instant transaction, it said, con- 
templated the purchase of the properties and franchise of the 
P. & O., except its right to exist as a corporation, for the 
equivalent of $18.75 for each share of outstanding capital stock. 

Owners of 356 shares of stock had protested the sale, said 
the report, contending that it produced less income for P. & O. 
investors than they had heretofore received, and that the $18.75 
a share did not represent its full value. They also questioned 
the propriety and ethics of the Maine Central acquiring stock 
control of the P. & O., said the report, and “then voting to 
terminate the lease under which the properties are operated 
— dispose of the railroad on such terms as it may care to 
offer.” 

The report pointed out that the protestants had not availed 
themselves of the protection afforded by the Maine statytes by 
appearing and voting at the meeting of the stockholders and 
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i event, the questions raised by them were essentially 
that, ir determination by the courts. There was nothing in 
- record to indicate that the value of the stock, as determined, 
was unreasonable, the report said. - 


CENTRAL OF GEORGIA NOTES 
Commission, division 4, by a report and order in 
sree No. 14380, Central of Georgia Railway Co. Trustee 
Notes, has granted the Central authority to issue not exceed- 
ing $1 243,512.54 of promissory notes to evidence the unpaid 
rtion of the purchase price of certain equipment acquired 
under conditional-sale or lease contracts, the notes to be sold 
253. : : .: . 
“ Tae Coenmnieaion pointed out that this application differed 
from most of the previous applications of that character, in 
that the execution of the conditional-sale or lease contracts 
and the issue of the notes would be simultaneous transactions 
and would resemble the issue and sale of equipment trust cer- 
tificates. The report continued: 


The trustee is an officer of the court and is acting under its au- 
thority. While the issue of the notes by the trustee requires our 
approval under section 20a of the interstate commerce act, it is not to 
be understood that by giving our approval we pass upon or anywise 
determine or affect the nature of the rights or liens to be enjoyed 
under the notes or the priority of the notes in their relation to other 


liens. 


MATTHEWS FORWARDER APPLICATION 

Because, it said, the applicant had voluntarily discontinued 
all operations as a freight forwarder on Feb. 3, and had no 
intention of resuming operations until after the war, the Com- 
mission, division 4, in FF-152 H. P. Matthews Freight For- 
warder Applicatiton, has denied the application of H. P. Mat- 
thews, doing business as Consolidated Express Service, of San 
Francisco, Calif. 


TEXAS FREIGHT FORWARDER APPLICATION 


By a permit in FF-91, Texas Freight Co., Inc., Freight For- 
warder Application, the Commission, division 4, has authorized 
Texas Freight Co. to operate as a freight forwarder of com- 
modities generally from points in Minnesota, Iowa, Missouri, 
Tennessee, North Carolina, South Carolina, and points in the 
United States east and north of such states, to points in Texas; 
and from points in Connecticut, New York, New Jersey, Indiana, 
and Illinois, to points in the St. Louis, Mo., commercial zone. 
The permit was made effective Jan. 27, 1944. 


PACIFIC ELECTRIC TRACKAGE RIGHTS 


By a report and order in Finance No. 14333, Pacific Electric 
Railway Co. Trackage Rights, the Commission, division 4, has 
approved acquisition by the Pacific Electric of trackage rights 
over the line of railroad of the Southern Pacific Railroad Co., 
the Southern Pacific Co., lessee, between a point near Baldwin 
Park and Lone Hill, in Los Angeles county, Calif. The report 
said this alternative route ran through the industrial part of 
Covina, Calif., about one-half mile from its present route along 
Badillo avenue in Covina, and would provide greater operating 
convenience, expedite the movement of freight, and aid mate- 
tially in relieving the congested condition which existed on the 
applicant’s line between Los Angeles and San Bernardino. 

Some reduction in track-maintenance work might result be- 
cause the joint line, except the overhead electrification, would 
be maintained by the Southern Pacific, said the report. How- 
ever, it added, it was not expected that any maintenance em- 
ployes would be in a worse position with respect to their em- 
ployment because the applicant had work available on other 
lines in the district for which it could not obtain sufficient help. 


HOUSTON SHIPPERS FORWARDER APPLICATION 


The Commission, division 4, has denied the application in 
FF-110, Houston Shippers Association Freight Forwarder Ap- 
plication, finding that the association had not been shown ready 
and able to perform the proposed operation as a freight for- 
warder of general commodities from eastern seaboard points to 
Texas points, or that such operation would be consistent with 
the public interest and the national transportation policy. 

The report pointed out that the association, organized as a 
non-profit organization consisting of about 20 merchants and 
jobbers at Houston and Waco, had not, since its organization, 
operated as a freight forwarder, as defined in section 492(a) (5) 
of the interstate commerce act, and that its past and pres- 
rv gre were exempt from regulation under section 

ec) (1). 

It also pointed out that the applicant had not as yet incor- 
porated; that it did not possess facilities or property assets of 
any kind; and that no provision had been made to obtain capi- 
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tal, applicant being dependent on the promises of its members 
for necessary working capital, facilities, and equipment. With 
the exception of its manager, said the report, the association 
ered 0 employes trained to conduct business as a freight for- 
warder. 


COMMISSION ORDERS 

MC 31220, W. W. Daniels, common carrier application. Reopened 
for further hearing, solely to determine applicant’s right to continue 
operations as a common carrier, by motor vehicle, over irregular routes, 
of: General commodities, except those of ynusual value, dangerous 
explosives, commodities in bulk, commodities requiring special equip- 
ment; and household goods, as defined in Practices of Motor Common 
Carriers of Household Goods, 17 M. C. C. 467. (1) Between points in 
Pennsylvania and Ohio within 25 miles of Youngstown, Ohio, including 
Youngstown. (2) Between Youngstown, Ohio, and points within 25 
miles thereof, on the one hand, and, on the other, points in New York, 
Pennsylvania, New Jersey, Maryland, West Virginia and the District of 
Columbia. Order of March 31, as subsequently modified to become ef- 
fective December 15, insofar as it denied above-described operations, 
vacated, 


MC 71550 Sub. 4, Michael and Josephine Barrow, extension, coal. 
Reopened for further hearing. 

FF-53, Hawaiian Freight Forwarders, Ltd., application. Applicant 
granted leave to file petition for reconsideration on or before Decem- 
ber 2, 

FF-154, Joseph J. Holecek, freight forwarder application. Request 
of applicant for amendment of order of August 31, denied. 

MC 66817 Sub. 16, A. M. Whitney, extension, alternate routes. Pe- 
tition for substitution of Hayes Freight Lines, Inc., as applicant in lieu 


of A. M. Whitney, dba Whitney Transfer Co., granted. Reopened for 
further hearing. 


W-694, Portland Tug & Barge Co., contract carrier application. Ef- 
fective date of certificate and order of September 8, postponed to De- 
cember 20. 


FF-36, D. C. Andrews & Co. of Illinois, Inc., freight: forwarder 
application. Reopened for further hearing. Effective date of permit 
and order of August 26, postponed until further order of Commission. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedulee 
% it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I: and S. No. 5271, the Commission has suspended from 
Nov. 30 until June 30 the operation of certain schedules as 
published in supplement 12 to Agent R. H. Hoke’s tariff I. C. C. 
No. 880, supplement No. 40 to Agent J. R. Peel’s tariff I. C. C. 
No. 3517, and various other tariffs. The suspended schedules 
propose to increase the rates on liquefied petroleum gas, in 
oo cars, between points in southwestern and southern terri- 
ories. 

In I. and S. M-2335, the Commission had suspended from 
Nov. 30 until June 30 the operation of certain schedules pub- 
lished in schedule MF-I. C. C. No. 2 of Ray Plummer and 
Frank Lawson doing business as L. & P. Refrigerator Lines, 
Kansas City, Kans. The suspended schedules propose to estab- 
lish on dairy, packing-house and poultry products and sup- ° 
plies, contract-carrier minimum charges from, to or between 
Kansas City, Kans., on the one hand, and 261 Kansas points, 
on the other hand. ; 

In I. and S. M-2336, the Commission has suspended from 
Nov. 30 until June 30 the operation of certain schedules pub- 
lished in supplement No. 8 to tariff MF-I. C. C. No. 27 of 
Middlewest Motor Freight Bureau, Agent, Kansas City, Mo. 
The suspended schedules propose to cancel truckload commod- 
ity rates on cleaning, scouring or washing compounds, soap, 
soap powders, and wrapping paper from Omaha, Nebr., to points 
in Colorado and Wyoming, and to apply higher class rates in 
lieu thereof. 

In I. and S. No. 5270, the Commission has suspended from 
Nov. 29 until June 29 the operation of schedules as published 
in supplement No. 67 to Agent J. P. Haynes’ tariff I. C. C. No. 
1335 and supplement No. 37 to MF-I. C. C. No. 19. The sus- 
pended schedules propose to restrict the carload rates on im- 
ported fresh pineapples from El Paso, Texas, to destinations in 
California to apply only on shipments in crates or boxes. 

In I. and S. No. 5273, the Commission has suspended from 
Dec. 1 until July 1 the operation of schedules as published in 
supplement No. 9 to Railway Express Agency, Inc., tariff 
I. C. C. No. 3448 and ME-I. C. C. No. 3149. The suspended 
schedules propose to increase the rates on blueberries and 
huckleberries from origins in Pennsylvania to destinations in 
Connesticut, District of Columbia, Massachusetts, Michigan, 
New Jersey, New York, Ohio, Pennsylvania and Rhode Island. 

In I. and S. M-2337, the Commission has suspended from 
Dec. 1 until July 1 the operation of certain schedules as pub- 
lished in supplement No. 9 to tariff MF-I. C. C..No. 1 (Eva 
Carmichael, doing business as A. R. Carmichael Transfer, 
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Series) of the Penn-N. Y. Truck Lines, Inc., Pittsburgh, Pa. 
The suspended schedules propose increased any-quantity pro- 
portional commodity rates on meats and packing house prod- 
ucts, from Clarksburg, W. Va., to two Pennsylvania and 163 
West Virginia points, and propose new minimum charges a 


shipment, and a new handling charge, applicable in connection 
therewith. 


In I. and S. M-2338, the Commission has suspended from 
Dec. 1 until July 1 the operation of schedules published in 2nd 
revised page 11A and 2nd revised page 12 to tariff MF-I. C. C. 
No. 1, ME-I. C. C. No. 1 of Jordan Bus Co., Hugo, Okla. The 
suspended schedules propose to increase the one-way adult 
passenger fares 5 cents between Denison, Texas and Woodville, 
Kingston and Medill, Okla. and between Frederick and David- 
son, Okla. and Oklaunion and Vernon, Texas; also to reduce 


the one-way adult passenger fare 5 cents between Frederick 
and Davidson. 


FINANCE APPLICATIONS 

Finance No. 14417, Staten Island Rapid Transit Railway Co., and 
Staten Island Railway Co., have asked the Commission for authority to 
merge the Staten Island Railway Co. into the Staten Island Rapid 
Transit Railway Co.; and Staten Island Rapid Transit Railway Co. has 
asked authority to purchase the properties of the Baltimore & New 
York Railway Co., and to issue to the Baltimore & Ohio 2,248 shares of 
capital stock of the Rapid Transit Co., having a total par value of 
$224,800, whereupon the Baltimore & New York Railway Co. would be 
dissolved and the 3,500 shares of capital stock of that company now 
outstanding, having a total par value of $350,000, would be cancelled. 
The application said it was proposed that the Staten Island Rapid 
Transit Railway would assume all the funded and other indebtedness of 
the Staten Island Railway Co. and the 14,000 shares of capital stock of 
that company now outstanding would be converted into 9,118 shares 
of capital stock of the Rapid Transit Co., cuch shares to have a total 
par value of $911,800. The application said the Baltimore & Ohio was 
the sole beneficial owner of all the capital stock and funded and other 
indebtedness of the aforementioned companies, except 10 shares of stock 
of the Staten Island Co., whose registered owners, it said, were de- 
ceased, and their heirs unknown. 

MC F-2368, De Luxe Motor Stages of Illinois, of Chicago, Ill., asks 
authority to purchase certain operating rights and property of Santa 
Fe Trail Transportation Co., of Wichita, Kans. 

Finance No. 14419, Oregon-Washington Railroad & Navigation Co., 
asks authority for the acquisition of joint possession and use in com- 
mon with the Northern Pacific Railway Co., of a portion of the Amer- 
ican Lake line of the Northern Pacific, extending from engineer’s 
station 326 plus 54.2 to engineer’s station 297, plus 75, a distance of 
2879.2 feet, all in Pierce county, Washington. The application said 
that, by a previous contract, the Northern Pacific had granted the 
Oregon-Washington equal joint possession and use of its line from 
Nisqually, Wash., to the eastern limit of its American Lake yard sec- 
tion, and that the instant application covered a supplemental contract 
for possession and use of an additional part of the American Lake line. 

Finance No. 14420, Springfield & Southwestern Railroad Co., asks 
authority to issue 885 shares of common capital stock, of the par value 
of $100 each, 380 of the shares to be issued and delivered to Joseph J. 
Biunno, president of the applicant, for $38,000 in cash heretofore 
advanced by him to applicant on open account; the remaining 505 


shares to be issued for cash to retire nine non-negotiable unsecured 
notes of applicant. 


MC F-2369, Kenneth C. Herriott and Alice L. Herriott, dba Chas. C. 
Harriott Trucking Co., of East Palestine, O., ask authority: to purchase 
certain operating rights and property of R. G. Bowers (Robert C. 
Sproul, Trustee in Bankruptcy), dba Bowers Transportation Lines, of 
North Side, Pittsburgh, Pa., and temporarily to operate. 

Finance No. 14421, Chesapeake & Ohio Railroad Co. asks a cer- 
tificate that present and future public conveniece and necessity require 
and will require the construction by the applicant of an extension of 
its branch line known as its Hominy Creek sub-division, now under 
construction, from a point of connection therewith near the confluence 
of Hominy Creek and Peaser Branch to the end of the line, a distance 
of approximately four miles, all in Greenbrier county, W. Va. 

Finance No. 14422, New York Central Railroad Co., asks authority 
for.the acquisition of trackage rights over 1.36 miles of track of Grand 
Trunk Western Railroad Co., extending between a point west of 
Marquette avenue and a point northerly of Midland street, in Bay 
City, Mich., for a period of 10 years, in consideration of the payment 
by the applicant to the Grand Trunk of one dollar for each train or 
engine moved over said trackage; said rate to be subject to revision 
at the end of each two-year period. 

MC F-2370, Blue Line Transfer Co., Inc., of Chester, Pa., asks 
authority to purchase certain operating rights and property of G. R. 
Watkins and R. F.. Cage, dba Blue Line Transfer Co., also of Chester. 

MC F-2371, Leland R. Atherton and Fannie D. Atherton, dba Ather- 
ton Transfer & Storage Co., of Wichita, Kan., asks authority to pur- 
chase certain operating rights of A. W. Abel, dba Busy Bee Transfer 
& Storage Co., of Kansas City, Mo., and temporarily to operate. 

MC F-2372, Archibald A. Martin, of Everett, Mass., and R. S. Brine 
Transportation Co., of South Boston, Mass., ask authority to purchase 
certain operating rights of Donoghue Transportation Co., Inc., of 
Somerville, Mass., and temporarily to operate. 

MC F-2373, L. D. Tindall, Earl Powers, and W. H. Mayo, dba 
O. C. & E. Motor Freight Lines, of Okemah, Okla., ask authority to 
acquire control of O. C. & E. Motor Freight Lines, through ownership 
of capital stock, as a partnership. 

MC F-2374, Rock Island Motor Transit Co., of Chicago, Ill., and 
Joseph B. Fleming and Aaron Colnon, trustees of the estate of the 
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Chicago, Rock Island & Pacific Railway Co., ask authority to pyre 
certain operating rights of Rolland H. Kinne, dba Mohawk Freig 
Lines, of Kansas City, Mo. el 
MC F-2375, William F. Cragsett, Inc., of Warren, Pa., asks authorit 
to acquire control of Charles A. Chipman, and Arthur W. Shaner db 
Trio Transportation Co., of Bolivar, N. Y. ; 
MC F-2376, ©. Paul Sandifur and Charles H. Sandifur, dba Cate 
Motor Freight System (not incorporated), of Spokane, Wash . 
authority to purchase and contract to operate certain operating Tigh 
and property of Cater Motor Freight System, Inc., also of Spokane e 
MC F-2377, Farmers Union Transporters of Williston, of Williston 
N. D., asks authority to purchase certain operating rights of H P 
Johnson, of Laurel, Mont. “a 
MC F-3478, Bruce Motor Freight, Inc., of Des Moines, Ia., asks 
authority to purchase certain operating rights of Bruce Transf 



































































Storage Co., also of Des Moines. “2 pr 
PETITIONS FOR REHEARING, ETC. aS 
MC F-2352, East Texas Motor Freight Lines, lease, Potashnick overnil 
Local Truck System, Inc. Applicants ask for reconsideration of their rdered 
petition for temporary authority under section 210a(b). or. 
1. & S. M-2330, Petroleum products, Jacksonville, Fla., to Georgia cooking 
points. Respondent, Motor Fuels Transport, Inc., asks vacation of be foun 
order of November 13, suspending tariff of Motor Fuels Transpoy, § be VaC 
Inc., MF ICC 10. changes 
nee finding: 
MOTOR FINANCE CASES cx, * 
MC F-2236, The Atchison, Topeka and Santa Fe Railway Co.—Cop. § I. ec 
trol; The Santa Fe Trail Transportation Co.—Purchase—Edwin L, Vin. furnish 
cent. Application for authority under section 210a(b) of The Santa Fe ings of 
Trail Transportation Co. of Wichita, Kans., for temporary operation tioned, 
of a portion of the motor carrier rights and properties of Edwin L, ions 
Vincent, doing business as Vincent Truck Lines, also of Wichita bo 
denied. * | West, 
cation. 
UNCONTESTED FINANCE CASES T 
Report and order in F. D. No. 14380, Central of Georgia Railway publis 
Co. Trustee Notes, granting authority to issue not exceeding $1,243. cover 
512.54 of promissory notes to evidence the unpaid portion of the pur. § cars | 
chase price of certain equipment acquired under conditional sale or weigh 
lease contracts, the notes to be sold at $1,255,253. Approved. until 
Report and order in F. D. No. 14397, Kansas City Southern Railway tive I 
Co. Notes, granting authority to issue four promissory notes in a total 
amount of $278,400, in evidence of, but not in payment for, the unpaid cable 
purchase price specified in a conditional sale agreement for the pur rates 
chase of equipment. Approved. ern ¢ 
suspe 
had 
ca eo - 
Refrigerator Car Substitution ~ 
Because it appeared that refrigerator cars were moving § the | 
empty from Houston, Longview, and Sherman, Tex., to destina- § C. ¢ 
tions in the Texas-Rio Grande Valley, and that fruit and vege- § two- 
table containers and box shooks were moving in box cars from § grat 
those points of origin to the same points of destination, the 
Commission, division 3, has issued service order No. 166, effec- § iten 
tive Nov. 27, permitting substitution of refrigerator cars for § sai¢ 
box cars for the movement of this traffic. Such substitution, it } sug) 
said, would release the box cars for other and more essential 
transportation. | 
The provisions of the order are to apply to shipments mov- Pop 
ing in both intrastate and interstate commerce, and the opera- § yj; 
tion of service order No. 68, of Jan. 30, 1942, as amended, and § we 
all other orders of the Commission insofar as they conflict with § nor 
the provisions of the instant order, or as amended, are sus- § in 
pended. The order also suspended the operation of all tariff 
rules and regulations insofar as they conflicted with the provi- — be 
sions of the order, and required each of the affected railroads } sh 
to publish, file, and post a supplement to each of its affected a 
tariffs, announcing the suspension of any of the provisions § ,, 
therein. w 
The pertinent portions of the order follow: iz 
Section 95.325. Substitution of refrigerator cars, fruit and vege 
table containers and box shooks. (a) (1) Except as provided in para- al 
graph (a) (2), common carriers by railroad subject to the interstate 0 
commerce act transporting fruit and vegetable containers and box 
shooks in carloads from Houston, Longview, or Sherman, Tex., to desti- 
nations in the Texas-Rio Grande Valley, may, at their option, furnish 
and transport not more than three (3) RS type refrigerator cars with 
floor racks suitable for loading fruits and vegetables, in lieu of each 
box car ordered, subject to the carload minimum weight which would 


have applied if the shipment had been loaded in a box car. 

(2) On shipments on which the carload minimum weight varies 
with the size of the car: 

(i) Two (2) RS type refrigerator cars with floor racks suitable for 
loading fruits and vegetables, may be furnished in lieu of one (1) box 
car ordered of a length of 40 feet 7 inches, or less, subject to the cal- 
load minimum weight which would have applied if the shipment had 
been loaded in a box car of the size ordered. 

(ii) Three (3) RS type refrigerator cars with floor racks suitable 
for loading fruits and vegetables may be furnished in lieu of one (1) 
box car ordered of a length of over 40 feet 7 inches, but not over 50 
feet 7 inches, subject to the carload minimum weight which would have 
applied if the shipment had been loaded in a box car of the size ordered. 
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in L C. C Cases 


Railroad, Water, and Motor Transport 


Stoves, East to Pacific Coast 


Examiners A. C. Wilkins and E. L. Glenn have recom- 
mended, in a proposed report in I. and S. No. 5085, Two-for-One 
Rule—Heating or Cooking Apparatus, embracing I. and S. No. 
5173, Stoves, East to Pacific Coast, that the proposed rules 
governing the furnishing of two small cars, in lieu of larger car 
ordered by shipper, minimum weight, and rates for heating or 
cooking stoves and apparatus, from the east to Pacific Coast, 
be found just and reasonable and that the order of suspension 
be vacated and the proceeding discontinued. The proposed 
changes, said the examiners, had been filed to comply with the 
findings in No. 27365, Freight Forwarder Investigation, 229 
Lc. C. 201, and Handling Carload Shipments in West, 246 
1. ¢. C. 57 and 715. The provisions in the item concerning the 
furnishing of the two small cars were in accord with the find- 
ings of the Commission in the freight forwarder case aforemen- 
tioned, they said, and that an item containing the same provi- 
sions had been found lawful in Handling Carload Shipments in 
West, supra, subject to the principle of rule 34 of the classifi- 
cation. 


The schedules under suspension in I. and S. No. 5085 were 
published to become effective Dec. 8, 1941, proposing rules to 
cover the furnishing at carrier’s convenience of two smaller 
cars in lieu of larger car ordered by shipper, and the minimum 
weight to be observed in connection therewith, was suspended 
until July 8, 1942. Schedules filed in I. and S. No. 5173, effec- 
tive Dec. 15, 1942, proposing graduated minimum weights appli- 
cable in connection with westbound transcontinental commodity 
rates on heating and cooking apparatus, in carloads, from east- 
ern defined territory to destinations on the Pacific Coast, were 
suspended until July 15, 1943. The report said the respondents 
had voluntarily postponed the suspended schedules until Feb. 
15, 1944, and had agreed further to suspend them pending de- 
cisions in the proceeding. Representative of the involved tariffs, 
the report said, were two published by Agent L. E. Kipp: I. 
C. C. No. 1472, containing proposed changes in the so-called 
two-for-one rule, and I. C. C. No. 1484, containing proposed 
graduated minimum weight provisions. 


The suspended rule in I. and S. No. 5085, as contained in 
item No. 792-A in Agent L. E. Kipp’s tariff No. 1472, which, 
said the report, was representative of similar items in the other 
suspended tariffs containing the same proposal, was as follows: 


A. If carrier cannot furnish car of dimensions or weight carrying 
capacity ordered by shipper it will furnish cars of different dimensions 
or weight carrying capacity subject to the following rules (these rules 
will not apply on bulk, freight * * *; nor on freight the minimum 
weights for which are graduated according to the dimensions of car; 
nor on freight the minimum weights for which are subject wholly or 
in part to Rule 34 of Western Classification * * *): 

B. When the freight received is in excess of the quantity that can 
be loaded in or on the car furnished, the following will apply: 1. The 
shipment must be made from one station, by one shipper, in one calen- 
dar day running from midnight to midnight, on one shipping order or 
bill of lading, to one consignee and destination. 2. Each car, except 
car carrying the excess, must be loaded as heavily as loading conditions 
will permit, and each car so loaded will be charged at actual or author- 
ized estimated weight, subject to established minimum carload weight, 
and at carload rate applicable. 3. The excess over the quantity that can 
be loaded in or on one car shall be charged, if loaded in one closed car, 
at actual or authorized estimated weight, and at carload rate applicable 
on entire shipment. 


_ The report said that in the first report in Handling Carload 
Shipments in West, supra, it was found, subject to exceptions 
as to carload shipments of sheet iron culvert pipe and electric 
water heaters, “that for application to traffic the carload mini- 
mum weights for which are not graduated according to car 
capacity, a lawful tariff rule to govern two-car or multiple-car 
shipments would be one corresponding in substance to rule 24 
of the classification. That rule, captioned ‘Freight in Excess of 
Full Carloads,’ usually referred to as the Two-for-One Rule, 
applies in those instances where a larger car is ordered for a 
shipment and the carrier furnishes two smaller cars therefor. 
It provides in substance that each car furnished for the ship- 
ment, except the car carrying the excess, is to be charged at 
actual or authorized estimated weight and subject to established 
minimum weight, with excess quantity loaded in another car at 


actual or authorized estimated weight and applicable carload 
rate.” ‘ 

The report said compliance with proposal of the protestants 
would result in the continuance of the provisions named. in item 
No. 791, which continued for a temporary period the existing 
arrangements on electric stoves and electric water heaters, and 
item No. 792-A, especially the privilege of using two substi- 
tuted smaller cars for a larger car ordered and not having to 
pay the minimum weight charges on one of the substituted 
cars. The advantages which would accrue to protestants under 
that privilege, it said, were the same as those which were con- 
demned in Freight Forwarder Investigation, supra. As to the 
contentions of the protestants, the report said: 


Protestants contend that the proposed changes will result in the 
application of charges on gas, oil, and lighter type electric stoves on 
the basis of minimum weights that cannot be loaded in cars furnished 
for this service. That contention cannot be sustained upon the evidence 
in this record. The western classification provides for fifth-class rates 
on stoves or ranges, electric, gas, gasoline or oil, in carloads, minimum 
24,000 pounds when in 40-foot cars, subject to classification rule 34; for 
a 50-foot car under that rule the minimum is 38,000 pounds, or 62 per 
cent higher. In the suspended schedules, however, respondents propose 
to establish a minimum weight for 50-foot cars approximately 30 per 
cent higher than the proposed minimum for 40-foot cars. Under those 
proposals the minimum weight for a 40-foot car would range from 
18,400 to 31,000 pounds, depending upon the rate, and for a 50-foot car 
the minimum weights would range from 24,000 to 40,000 pounds. 


After setting out a table showing the average weight of 
protestants’ loading in 40-foot cars to be 25,836 pounds on gas 
stoves; 19,612 pounds on electric stoves, and 21,201 pounds on 
oil stoves; and in 50-foot cars, 30,130 pounds on gas stoves; 
26,453 pounds on electric stoves; 24,705 pounds on oil stoves; 
and 26,000 pounds on water heaters, the report said the present 
rates were subject to a minimum of 30,000 pounds regardless 
of the size of the car. These rates under the carriers’ proposal 
would apply to a minimum weight of 31,000 pounds in a 40-foot 
car and to minimum weight of 40,000 pounds in a 50-foot car, 
it said, and added: 


Protestants rely on their average loadings of the above lightweight 
stoves, in claiming it is impossible to load those types of stoves to the 
minima proposed for use at those rates. However, heavier coal-burning 
stoves and heavy electric ranges will load to the proposed minima. 
Protestants’ shipments will not be confined to the. proposed minimum 
weights of 31,000 and 40,000 pounds. Alternative minimum weights of 
18,400 pounds in 40-foot cars and 24,000 pounds in 50-foot cars are pro- 
vided for at higher rates. The charges per car under those rates from 
Group D territory to Pacific Coast points with the lower minimum 
weights will be reduced for 40-foot cars by $47.84. They will be in- 
creased for 50-foot cars by $63.60. It is observed, however, from the 
average loadings of protestants’ shipments that protestants do not re- 


quire 50-foot cars when their needs will be adequately met by 40-foot 
cars. 


Forwarding Application 


Issuance of a single permit to the controlling company was 
recommended by Examiner J. P. McGrath in FF-57, Interna- 
tional Forwarding Co. Freight Forwarder Application, em- 
bracing FF-58, International Forwarding Co., Inc., Freight For- 
warder Application, and FF-59, International Carloading Co., 
Inc., Freight Forwarder Application, authorizing operations as 
a freight forwarder between all points in the United States. 
International Forwarding Co., the examiner said, controlled the 
operations of the other two companies and that the operations 
conducted by each prior to the statutory date had been unified 
and were now conducted under one management, the relation 
between Taternational and the other two applicants being that 
of principal and agent. 

The report said Acme Fast Freight had opposed the applica- 
tions in so far as applicant sought authority to serve points 
in Texas, Louisiana, and Florida, on the ground that Interna- 
tional had not instituted direct service from St. Louis to Texas 
until about August, 1943, after the effective date of part IV 
of the interstate commerce act, and that prior to that time 
had not solicited at any of the principal points in Texas ship- 
ments for forwarding thereto. Acme had been unable definitely 
to show that it had been adversely affected by the establish- 
ment of direct service to points in Texas, the report said, but 
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had contended that the effect of granting that authority would 
be further to diffuse among a greater number of forwarders 
the existing volume of traffic. ‘ 

The report said that International had used the services 
of other forwarders beyond Chicago and St. Louis in forward- 
ing shipments to break-bulk points in Texas other than Laredo 
prior to July and August, 1942. To that extent its services had 
not conformed fully to those of a freight forwarder as defined 
in section 402(a)(5). After discussing the use of the services 
of other forwarders by International, and saying that the ques- 
tion of whether, in developing and expanding its service to 
Texas points after May 16, 1942, applicant had extended its 
operations without first obtaining a permit, was not wholly 
free from doubt, the report said that there was a basis for 
applicant’s contention that both prior and subsequent to May 16, 
1942, it had an established, if somewhat limited, service from 
eastern and New England states and from Illinois to Texas. 
At the time of the hearing, it said, International had been 
providing the expanded service from those states to various 
points in Texas for a period of about 10 months. Under the 
provisions of section 410{d), it said, the Commission might not 
deny authority to engage in whole or in part of the proposed 
service covered by an application solely on the ground that 
such service would be in competition with the service performed 
by any other freight forwarder or forwarders. 


Proposed Reports 


Cotton 


No. 29001, E. H. Sanders & Co. vs. Missouri Pacific Rail- 
road Co. (Guy A. Thompson, Trustee) Et Al. By Examiner 
E. L. Valentine. Charges collected on eight carloads of cotton, 
shipped March 5, 6, 7 and 8, 1941, from Barstow and Monahans, 
Tex., to Columbia, S. C., inapplicable. Award of reparation 
recommended. The report said charges were collected on the 
shipments to Galveston at the applicable rate of 56 cents, mini- 
mum 50,000 pounds, named in Agent Ira D. Dodge’s I. C. C. 
No. 507. The shipments to Memphis were charged at the rate 
of 44 cents, named in Agent J. R. Peel’s tariff 3307. It said the 
shipper specified routing over the International-Great Northern, 
New Orleans, or International-Great Northern, Missouri Pacific 
Lines, New Orleans, and the Missouri Pacific, but that the 
carriers did not move the shipments through New Orleans, and 
that it was through error of the carriers that the shipments 
were not forwarded by way of New Orleans which, the report 
said, was the junction point named in the routing specified in 
connection with the rate from Barstow and Monahans to Co- 
lumbia. The rate to apply should be found to be 76 cents, the 
report said. 

Beverage Containers 


I. and S. M-2287, Empty Beverage Containers—Iowa and 
Illinois to Twin Cities. By Examiner Mack Myers. Proposed 
reduction in the minimum weight on empty beverage containers 
from points in Iowa and Illinois to Twin Cities, Minn., and a 
proposed reduced rate on the same commodity from Burling- 
ton, Ia., to the Twin Cities, ordered cancelled because of failure 
of respondent to show that such changed rate and minimum 
weight were just and reasonable. Discontinuance proposed. 
By schedules filed to become effective Aug. 30, Charles M. 
Poole, doing business as Poole Transfer, proposed to establish 
a reduced minimum weight of 10,000 pounds, with no change 
in the rate, on empty returned beverage containers from Cedar 
Rapids, Clinton, Davenport, Iowa City, and Muscatine, Ia., and 
Rock Island, Ill., to the Twin Cities and points grouped there- 
with, and other nearby points; and proposed a commodity rate 
of 24 cents a 100 pounds, minimum 10,000 pounds, on similar 
traffic from Burlington to the Twin Cities in lieu of the present 
column 27.5 rate of 36 cents, any quantity. On protest of 
Middlewest Motor Freight Bureau operation of the schedules 
was suspended until March 30, 1944. The report said re- 
spondent had not appeared at the time and place appointed 
for the hearing. 


CESSATION OF MOTOR OPERATIONS 


Because it had found that the defendant had willfully 
failed to comply with the terms and conditions contained in 
the certificate granted to it, Joint Board No. 208 has recom- 
mended, in MC C-278, Commercial Motor Freight, Inc., of 
Indiana vs. Star Transit, Inc., that Star Transit be ordered to 
comply with all terms and conditions in the certificate within 60 
days, failing which its certificate should be revoked. The board 
recommended that the proceeding be held open pending entry 
of further order and that the defendant be required to fur- 
nish the Commission information verified by affidavit indi- 
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cating whether or not Star Transit had complied with » 
requirements of the Commission’s order. 

The authority granted Star Transit was for the transpon ” 
tion of general commodities, with exceptions, between [yj 
ville, Ky., and Cincinnati, O. The report said that the oper 
tions from the beginning had apparently not been Prospery 
and that it appeared that no physical operations had he 
conducted for a period of more than three years. ° 


PURCHASE OF CHICAGO TRUCK LINE 

Examiner Fabian C. Cox, in_a proposed report in y 
F-2290, Matthew Leo McKeone—Purchase—Clayton A. Rat. 
ledge, has recommended denial of the application of McKeon 
dba Red Ball Transfer Co., of Omaha, Neb., for authority ty 
purchase operating rights of Clayton A. Ratledge, dba Ry. 
ledge Cartage Co., of Chicago, Ill., as a motor common cari 
of general commodities over irregular routes, generally jn an 
area comprising points in Illinois within 40 miles of Chicagy 
for $700. 

“It is apparent,” said the examiner, “that vendee is 
under the mistaken impression that, upon consummation ¢ 
the purchase, he would have authority to serve a large any 
in Indiana than that permitted by his present authority. Hoy. 
ever, vendee is presently authorized to serve points in Indian 
within the (Chicago) commercial zone, and through the py. 
chase he would acquire no greater rights with respect to points 
in that state.” 

If the vendee planned to serve points without 40 milx 
of Chicago and outside the commercial zone, it would 
necessary for him to transport the shipments through a point 


in that zone, and as to a major portion of the territory, this} ‘- ¥ 


would involve a back-haul or use of excessive circuitous routes, 


resulting in wasteful transportation “at a time when it is of {oun 
vital public interest to conserve and obtain maximum benefits § °°" 
from such facilities.’ Examiner Fabian said. og 
tor ] 
Motor Proposed Reports | i« 
(Recommended orders in proposed motor reports, at expiration Micl 
of 20 days from date of service of reports (unless otherwise stated), reve 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or for¢ 
the order has been stayed or postponed by the Commission. State ove! 
in which applicant has home office is shown in “black face’ type, mil 
with name of town or city following.) We 
Pennsylvania (Hazelton) —MC 23929, Sub. 4, Alto Trucking § * 
Co., extension. Certificate proposed. General commodities, be- a 


tween Mauch Chunk, Pa., and the junction U. S. highway 30 


with Pa. highway 193; between Allentown, Pa., and the junction 20 


Pa. highways 29 and 925; and between Wilkes-Barre, Pa., and 


mountaintop, Pa., over specified routes. Service ‘limited to that a 
which is auxiliary to, or supplemental of, rail service, on ship- a 


ments moving under railroad bills of lading, and no service at 
any point not a railroad station. 


_ Pennsylvania (Chester)—MC 22454, Sub. 28, Nu-Car Car § ™ 
riers, Inc., extension. Certificate proposed. Automobiles, trucks — 
cabs, and chassis, new, unfinished or wrecked, in truckaway or r 


driveaway service, in secondary movement between points in 
Conn., Del., Fla., Ga., Md., N. J., N. Y¥., N. C., Ohio, Pa., S.C, 
Va., W. Va., and D. C., over irregular routes. Restricted to 
shipments originating at points other than those in Ind., Mich. 
and Toledo, Ohio, and subject-to the condition that applicant 
shall request cancellation of those portions of its present certifi- 
cates in MC 22454 and MC 22454, Sub. 3, authorizing the trans- 
portation of the aforementioned commodities in secondary move- 
ment, where rights are duplicated. 


Virginia (Bluefield)—-MC 12279, Grat M. Bailey and New- 
ton Roberts, broker application. Denial of license proposed. 
Household goods, between poirits in Tazewell county, Va., and 
Mercer and McDowell counties, W. Va., on the one hand, and 
points in the United States, on the other. 

Pennsylvania (York)—MC 70267, Sub. 2, Eli E. Wagner, 
Jr., extension. Certificate proposed. Roofing and building 
paper, prepared roofing, roofing cement, roofing felt, asphalt 
paint, and materials used In the installation thereof, from York, 
West York Borough, and Spring Garden Township, Pa., 10 
points in Del., operating through Md., for operating conven- 
ience, over irregular routes. 

Virginia (Red Ash)—MC 104547, Willard Casey, contract 
carrier. Permit proposed. Coal, from points in Va., within 20 
miles of Red Ash, to Red Ash., over irregular routes. 

lowa (Dubuque)—MC 104571, Mrs. William Clark, com 
mon carrier. Certificate proposed. Household goods, betwee 
Dubuque, Ia., and points within 25 miles thereof, on the one 


hand, and, on the other, points in Ill., Ia., Minn., and Wis, 
over irregular routes. 
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pennsylvania (Orwigsburg)—MC 63332, Sub. 1, Charles D. 
Neiswender, extension. Certificate proposed. General com- 
modities, With exceptions, between Landingville, Pa., on the 
one hand, and, on the other, points within 10 miles of Orwigs- 


























t the ope purg, Pa., over irregular routes. 
1 Prosper, Ohio (Youngstown) —MC 8958, Sub. 4, Youngstown Cartage 
'S had beef co, extension. Certificate proposed. iron castings, requiring 
special equipment, from Grove City, Pa., to Hamilton and Cin- 
cinnati, Ohio, over irregular routes. 
1E Pennsylvania (Allentown)—MC 6078, Sub. 24, Neil J. Bast 
ort in We and Karl Bast, extension. Denial of certificate proposed. Iron 
On A. Raf and steel articles, with exceptions, and power pumps, between 
of McKeon, Allentown, Pa., and points in Mass., Conn., R. 1., and N. H., 
Authority 4 over irregular routes. 
>, dba Ry Ohio (Cleveland)—-MC 1502, Sub. 53, Pennsylvania Grey- 
mon carrie} hound Lines, Inc., extension. Certificate proposed. Passengers 
rally in ae and their baggage, express and newspapers, in the same vehicle 
of Chicag, § with passengers, to serve Somerset and Somerset Interchange, as 
'f intermediate points, on westbound trips only, on applicant’s pres- 
Vendee ;§ ently authorized operation, between Harrisburg and Pittsburgh, 
nmation of Pa, over the Pennsylvania Turnpike. Proposed that applicant 
arge ap, § should be authorized to transport mail in connection with such 
rity. Hoy.— operation. 
in Indian New Jersey (Newark)—MC 3647, Public Service Interstate 
th the pur. Transportation Co., common carrier. Routes in respect of which 
Ct to points§ applicant was found in the prior report, 42 M. C. C. 277, to 
have established “grandfather” rights, described. Issuance of 
it 40 mile § certificate authorizing operations over such routes proposed on 
Would he§ compliance with certain conditions. Passengers, baggage, ex- 
igh a point f press, and newspapers, over various regular routes, in N. J., 
ritory, this N. Y., and Pa. ; 
OUS routes New Jersey (Barnegat)—MC 27548, Sub. 1, Jennie Belle- 
en it is gf @ fountaine, extension. Denial of certificate proposed. General 
m benefits commodities, with exceptions, between Philadelphia, Pa., and 





Manahawkin, N. J., and between Philadelphia and Barnegat, 
N. J., over specified routes. 

Michigan (Kalamazoo)—MC 58954, Sub. 4, McNamara Mo- 
tor Express, Inc., extension. Certificate proposed. Forgings and 
iron and steel articles, from West Allis, Wis., to Kalamazoo, 
Mich., and rejected forgings and iron and steel articles in the 































= eeeuay reverse direction, over irregular routes. 
he 20-day Minnesota (Westbrook)—MC 104575, V. A. Stark and Clif- 
arties, or ford Peterson, common carrier. Certificate proposed. Livestock, 
on. State over irregular routes, from Miller, S. D., and points within 50 
ce” type miles of Miller to Westbrook, and points within 15 miles of 

Westbrook, and between Westbrook, and points within 15 miles 
Trucking thereof, on the one hand, and, on the other, Sioux City, Ia. 
dities, be. Virginia (Fork Ridge)—-MC 104554, Tom Short, contract 
shway 309 carrier. Permit proposed. Coal, from points in Virginia within 
e junction § 20 miles of Red Ash, Va., to Red Ash, over irregular routes. 
, Pa., and Virginia (Fork Ridge)—-MC 104552, Roy Absher, contract 
ed to that — Carier. Permit proposed. Coal, from points in Virginia 
, ON Ship- within 20 miles of Red Ash, Va., to Red Ash, over irregular 
service at routes. 2 

Virginia (Shorts Gap)—-MC 104550, S. W. Stilwell, con- 

-Car Car § tract carrier. Permit proposed. Coal, from points in Virginia 
2s, trucks, | Within 20 miles of Red Ash, Va., to Red Ash, over irregular 
kaway or § Toutes. 
points in Virginia (Fork Ridge)—-MC 104549, Charles Stilwell, con- 
>a. §.C, — ‘tact carrier. Permit proposed. Coal, from points in Virginia 
tricted to & Within 20 miles of Red Ash, Va., to Red Ash, over irregular 
d., Mich, Toutes. 
applicant Virginia (Red Ash)—MC 104551, C. E. Russ, contract car- 
nt certif- — Tier. Permit proposed. Coal, from points in Virginia within 
he trans: § 20 miles of Red Ash, Va., to Red Ash, over irregular routes. 
(ry move- Arizona (Phoenix)—-MC 104124, Joseph F. Pomeroy, com- 





mon carrier. Denial of certificate proposed. Passengers and 
their baggage, and mail, express, and newspapers, in the same 
vehicles with passengers, between Phoenix, Ariz., and the 
international boundary near Sonoyta, Mexico, over a specified 
route, with service at all intermediate and off-route points 
located within 5 miles of the specified route. 


_ Wyoming (Casper)—MC 102747, Sub. 2, Charles F. Mor- 

rison, extension. Certificate proposed. Machinery, materials, 

supplies, and equipment, used in the development and produc- 

tion of natural gas and petroleum, between points in Wyo., 

Colo., Mont., and western North and South Dakota, traversing 

ee Utah for operating convenience only, over irregular 
utes. 


Wisconsin (Mondovi)—-MC 34665, Sub. 1, Elmer Christo- 
Pherson, extension. Certificate proposed. Livestock, over ir- 
regular routes, between points in Buffalo county, Wis., on the 
one hand, and, on the other, Winona, South St. Paul, and 
Newport, Minn., with certain restrictions. 

Virginia (Martinsville) —-MC 9914, Sub. 1, Warren Trucking 
Co., Inc., extension. Certificate proposed. Second-hand furni- 
ture, when not included in the definition of household goods, 





ind Nevw- 
proposed. 
Va., and 
and, and 









Wagner, 
building 
, asphalt 
»m York, 
Pa., to 
conven- 










contract 
vithin 20 







rk, com- 
between 
the one 
nd Wis. 








1383 


from points in the New York commercial zone, to Norfolk and 
Newport News, Va., and Durham and Burlington, N. C., over 
irregular routes. 


Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Indiana district. The Celotex Corporation, of 
Chicago, Ill., and Peter D. Walsh, also of Chicago, traffic man- 
ager of that corporation, were fined $500 and $100, respectively, 
together with costs, after having entered separate pleas of 
nolo contendere to an information charging the corporation 
with soliciting, accepting and receiving rate concessions from 
Wilbur Walter Stevens, dba Wabash Trucking Co., with re- 
spect to the transportation of property in interstate commerce, 
and charging Peter D. Walsh:with aiding and abetting the 
Celotex Corporation in such violations. 

Eastern Kentucky district. Ben H. Gifford, of Washington, 
Ky., was fined $820 after having entered a plea of guilty to an 
information containing eight counts, charging him with oper- 
ating as a motor common carrier of property in interstate com- 
merce, for compensation, without a certificate from the Com- 
mission authorizing such operations, and with operating as such 
carrier without having his rates and evidence of insurance on 
file with the Commission. The court required payment of $420 
of the fine, on the first four counts, suspended execution of the 
sentence on the remaining counts, and placed the defendant on 
probation for five years. 

North Carolina, middle district. Hubert C. Billings, dba 
Billings Transfer, of North Wilkesboro, N. C., pleaded guilty 
to an information in 15 counts charging him with engaging in 
operations as a motor common carrier of property in interstate 
commerce, for compensation, without a certificate from the 
Commission covering such operations. He was fined $300 on 
the first three counts and was required to pay the full amount. 
The court suspended imposition of sentence on the remaining 
counts and placed the defendant on probation for a year. 

Western Kentucky district. Lee Staley, of Paducah, Ky., 
was fined $260 after having pleaded guilty to an information 
charging him with operating as a motor common carrier of 
property in interstate commerce for compensation without hav- 
ing a certificate therefor from the Commission and with oper- 
ating as such carrier without having his rates and evidence of 
insurance on file with the Commission. The court required 
payment of the full amount of the fine. 4 

North Carolina, middle district. Queen Trucking Co., Inc., 
of North Wilkesboro, N. C., was fined $500 on the first five 
counts of an information in 18 counts charging it with engaging 
in operations as a motor common carrier of property in inter- 
state commerce, for compensation, without having a certificate 
therefor from the Commission and with failing to have in its 
files medical certificates attesting to the physical fitness of new 
drivers. The defendant pleaded guilty and was required to pay 
the full amount of the fine. Imposition of sentence was sus- 
pended on the remaining counts, and the defendant was placed 
on probation for one year. 

Western Kentucky district. Grover C. Watkins, cba 
Twelfth Street Garage, of Paducah, Ky., was fined $320 after 

having entered a plea of nolo contendere to an information 
charging him with operating as a motor common carrier of 
property in interstate commerce, for compensation, without 
having a certificate therefor issued by the Commission and with 
operating without having his rates and evidence of insurance 
on file with the Commission. 

Northern Ohio district, eastern division, at Cleveland. 
Iowa-Nebraska Transportation Co., of Avoca, Ia., was fined 
$600, together with costs of $24.85, Nov. 26, following its plea 
of guilty to an information charging it with engaging in oper- 
ations without a certificate having been issued by the Commis- 
sion. The court required the defendant to pay the full amount 
of the fine. 


ROUTING, SOUTH TO C. F. A. 


The petition of protestants in I. and S. No. 5120, Routing 
of Lumber and Fruits, South to C. F. A., for reconsideration 
should be granted, say the respondent rail carriers in a peti- 
tion for modification of the Commission’s order of Aug. 11, in 
so far as it relates to joint through carload commodity rates 
on lumber and lumber articles, so as to become effective not 
earlier than six months after the termination of the war. In 
that proceeding the Commission, division 3, vacated its order 
of suspension and discontinued the proceeding, which involved 
the lawfulness of Routing Guide No. 560-A, I. C. C. No. 3665, 
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reference to which was mace by schedules filed to become 
effective May 16 (see Traffic World, Aug. 28, p. 469). 

The relief sought was consistent with the action of the 
Commission in postponing for the duration of the war the 
effective date of that part of rule 27 of the Commission’s Tariff 
Circular No. 20, requiring specific routing instructions showing 
definitely the routes over which the rates applied, the carriers 
said. The Jones routing guide, said they, was confusing and 
complex; its use would necessitate a vast amount of additional 
computations and checking, and calculations and cross-check- 
ing; its use would be confusing and burdensome at the outset; 
the complexity and confusion was not confined within the two 
covers of the publication, because the guide made open refer- 
ence to the individual routing guides of the individual rail- 
roads; and, more important than all the rest, it would neces- 
sarily cause delays to the movement of one of the most critical 
war materials. 


The carriers said it should be understood that their peti- 
tion for postponement of the effective date of the Commission’s 
order was not a commitment by the petitioners that the order 
should be allowed to become effective as of any date. 


P. 0. & D. Bonds 


“Your letter of November 18 strikes me as just one more 
example of the evasiveness that has characterized the Commis- 
sion’s entire correspondence with me concerning recent financing 
of the Pennsylvania Railroad, despite your disclaimers of any 
lack of frankness on your part,” said Senator Shipstead, of 
Minnesota, in a letter to Commissioner Porter, dated Novem- 
ber 30 (see Traffic World, Nov. 27, p. 1323). 

The senator’s letter, another in the series he has written 
the Commission in connection with the sale of Pennsylvania, 
Ohio & Detroit bonds, continued as follows: 


You, yourself, called my attention to the fact that your report and 
order approving the secretly negotiated sale of the $28,483,000 Penn- 
sylvania, Ohio & Detroit issue to Kuhn, Loeb & Co. by the Pennsyl- 
vania Railroad stated: ‘‘We are not convinced, however, that the appli- 
cants received the best price obtainable for the bonds.’’ So it is diffi- 
cult to accept your subsequent efforts to explain away your failure to 
make the Pennsylvania Railroad get an adequate price for these bonds. 

As for the more recent sale of the $12,929,000 Philadelphia, Balti- 
more & Washington bonds to the Equitable Life Assurance Society by 
the Pennsylvania Railroad, your statement that ‘‘it is extremely doubt- 
ful if any such a price could have been obtained by an offer to com- 
petitive bidding which would have necessarily have had to include 
allowances for commissions, fees, etc.,’’ is highly misleading unless 
you believe the Equitable would have boycotted a competitive sale. 

For there is no reason why the Equitable*—or any other insurance 
company, for that matter—could not have made a direct bid for the 
P. B. & W. bonds, and you know, or should know, that if an insurance 
company had been the high and winning bidder, there would have been 
no allowance for commissions or fees. You also know, or should know, 
that if an investment banking house had made a better bid than the 
Equitable’s offer, the railroad would have received the full amount of 
that bid, while any allowances for commissions or fees would have been 
made over and above the bid. In either case, the railroad would have 
gotten the benefit of the best bid, which after all should be the chief 
concern of your Commission. 

As you say, the P. B. & W. financing was a private transaction, 
albeit a private transaction with others than the Pennsylvania Rail- 
road’s traditional bankers. Presumably the railroad chose this method 
of financing for fear of criticism of another secret deal with Kuhn, 
Loeb while the general subject of competitive bidding was under 
active consideration by your Commission. Has it occurred to you, 
moreover, that in dealing with others than Kuhn, Loeb, the Pennsyl- 
vania has demonstrated the emptiness of the contention that the work 
of any particular banking houses and their lawyers is necessary in 
setting up an issue of securities and in getting the accompanying legal 
instruments into approved and merchantable form? 

If the insurance companies were given the inside track on railroad 
financing now held by Kuhn, Loeb & Co. and Morgan Stanley & Co., 
of course, the Commission would soon again be faced with the same 
old problem of inadequate prices and unwise financing. For this rea- 
son, competitive bidding for all railroad securities—with no exemption 
of sales to insurance companies or to any other financial institutions— 
is the only way the Commission can avoid being accused of serving 
some other interest than that of the public. 


*In at least one instance that I know of, the Equitable has bid for 
and purchased an issue of public utility securities under the Federal 
Securities and Exchange Commission’s competitive bidding rule. 


Cotton, 8. W. to 8. E. and Official 


Exceptions to the examiner’s report in No. 28800, Blythe- 
ville Chamber of Commerce, et al. vs. Aberdeen & Rockfish 
Railroad Co., et al., have been filed by southwestern defend- 
ants; defendants in southern territory; by the Atlantic Cotton 
Association, intervenors supporting defendants; and by the Sec- 
retary of Agriculture and the War Food Administrator. In 
that proceeding, Examiner Burton Fuller recommended that 





, for compression and flat delivery were not subject to the juris- 
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the Commission should find that the 6-cent spread betwee a 
cotton shipments under the 50,000-pound minimum for ou me 
pressed cotton, and under the 35,000-pound minimum for flat st ide 
cotton, did not give appropriate weight to the loading Possibil ~~ ( 
ties of the compressed as compared with the flat cotton, to the ie 
extent that it was less than 12 cents a hundred pounds, ang of el 
that this was due to the unreasonably low level of the 35,000. = 
pound rates (see Traffic World, Oct. 9, p. 833). in oth 
The southwestern defendants said that the real complain. ” 
ants were the compress interests who were endeavoring to take 
advantage of a condition created by the war to obtain an orde T 
from the Commission requiring changes in the carload cotton tor 
rates “which would make it economically unsound for cotton po ( 
to move from the producing territory without first passing tha 
through their facilities and at the same time permit them tg rye 
have full control of the charges they assess.” The southwestem th 
defendants continued: sou 
It would appear that these defendants should be in accord with the to a 
examiner’s recommended findings, since they would receive an increase consu 
in their rates. But these defendants cannot accede to the Principles iven 
followed by the examiner in reaching his conclusions. The defendants ore 
realize the difficulties with which the examiner was confronted jn his by th 
study and analysis of the voluminous record made in this proceeding He h 
in his efforts to secure the facts and arrive at a proper and lawfy comp 
solution of the controversy, but in some instances defendants differ proce 
with the facts stated and conclusions reached by the examiner, poun 
After discussing 29 exceptions, the southwestern defendants po 
said it was obvious that the examiner had based his conclusions pref 
on the belief that the continuation of the rates subject to a undt 
minimum of 35,000 pounds would result in the wholesale diver. evid 
sion of the movement of cotton from the southwest to the 35,0 
southeast from the compressed form, in which it was now mov- exp) 
ing, to flat or uncompressed form, and that because of this ot 
developing situation the compress-warehouse industry was mut 
jeopardized and ultimately would be destroyed. The record of | 
did not sustain such a belief for various reasons, said they, frei 
among which were the facts that the total movement of flat 
cotton under the 35,000-pound rates had not shown any pro- 
gressive increase and had not expanded beyond the Oklahoma 
and Texas origin territory; in fact, the movement from the ple 
Arkansas territory, they said, had been less in the 1941-42 a! 
season than it had been the previous season in which the move- an 
ment began. th 
The carriers should not be deprived of their managerial of 
discretion in fixing rates which were admittedly less than max- th 
imum reasonable rates, they said, quoting Justice Brandeis, of 
U. S. vs. Illinois Central Railroad Co., 263 U. S. 515, to the re 
effect that “a carrier is entitled to initiate rates, and, in this re 
connection, to adopt such policy of rate making as it seems a’ 


wise.” The complainants had not shown that any unlawfulness 
existed in the carload rate structure, said they. The spread 
between the 35,000 and 50,000-pound maxima should not be 
frozen to take care of the temporary conditions arising because 
of the war, they said, adding that such conditions might well 
be changed before another cotton season, and that ‘perhaps 
this year’s cotton crop may be sufficient to provide a shroud 
for Hitler and Hirohito.” 

The defendants in southern territory said, among other 
things, that the examiner had erred in basing his recommenda- 
tions as to the spread in rates on commercial considerations. 
Even if the present spread in rates was actually jeopardizing 
the welfare of the compresses, said they, “obviously this Com- 
mission could not prescribe rates to improve their position.” 
It was equally clear, they said, that if the compress industry 
was forgotten and the matter viewed solely from the stand- 
point of the shippers, the rates could not be fixed with relation 
to the compression charges which were paid by those who used 
the 50,000-pound rates. 

The rates under attack .had not been shown to be unrea- 
sonable, unduly preferential or prejudicial, nor unlawful in any 
other respect, said the defendants in southern territory, and 
asked that the Commission disapprove the proposed report and 
dismiss the complaint. 


Atlantic Cotton Association 


Atlantic Cotton Association excepted to.the failure of the 
examiner to present a more complete statement of the evidence 
of record, saying that the record consisted of 3,000 pages of 
transcript and 300 exhibits. The examiner had erred, it said, 
in saying that the present compress charges were admittedly 
reasonable, saying that a witness had testified that the charges 


diction of the Commission as to the measure of the rates for 
such services or the justification for such charges. The asso- 
ciation took exception, also, to statements concerning practices 
in the cotton industry, and to the statement of the examiner 
that the 6-cent spread undoubtedly resulted in immediate ad- 
vantage to merchant-shippers using the 35,000-pound minimum 
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id between d a disadvantage to the shippers using the 50,000-pound cotton should be adjusted in the interests of the complaining 
1 for com. ini um. It said the examiner had erred in not taking into compress interests. These mills continued to have those same 
1m for flat # oonsideration evidence that the users of compress facilities important interests in the case, they said, but that, as the 
& Possibilj peor disadvantaged by the 35,000-pound rate, and that users case had developed, its importance from the standpoint of any 
On, to th v the 35,000-pound rate were advantaged. The examiner had possible effect on rates and charges was somewhat over- 
ounds, and iio erred, it said, in stating that the flat movement was rap- shadowed by the importance of the question raised by the 
the 35, indly increasing from Texas and Oklahoma and was spreading proposed report as to the manner in which transportation 





to other portions of the origin territory. costs should be derived and applied in determining lawful rate 







Complai : relations. 
ing re tale Government Exceptions Their exceptions as to the use of costs in the case were that 
Nn an order The Secretary of Agriculture and the War Food Adminis- a percentage relation between costs was not a proper yardstick 
Oad Cotton trator asked that the division overrule the examiner and find for rate relations required by section 3, rather, differences in 
ee: Cotton that complainants had ‘failed in all particulars to prove that costs should be used; that the controlling cost comparisons 





the present rates and minimum weights for the transportation should be confined to differences as derived from out-of-pocket 
of cotton from the southwest and Mississippi valley to the or direct costs; that the costs of the transit service should be 
southeast were unlawful. In their ‘‘conclusion,” they said: charged against the respective movements only to the extent 
such services were performed thereon; that there was no evi- 
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It is our belief that Examiner Fuller in this proceeding has failed 












i i ton were greater 

rd with nd the position or the predicament of the defendants, the dence that the unit costs of transporting cot & 
an inereme ee salila, a above all the producer. Because of this, he has than the unit cost of transporing the average of all traffic; that 
© principles fF iven little or no consideration to the fact that increased costs in trans- there was no evidence that the economy from heavier loading 
defendants portation and in the compression of cotton will likely have to be paid increased with distance not reflected in average figures; and 
nted in his by the producer if this proposed report is adopted by the Commission. that, as to the proof and finding as to minimum reasonable 
prs He has made aves urge & go my a ros sa aye pec go of ce rates if it was to be assumed that the evidence and the law 
awful ess associations who are not real parties of interest in a rate . : . . : ‘say 
Jants differ sroneedttg and has found unreasonably low the rates on the 35,000- would justify a finding under section 3 in favor of complain 






iner, pound minimum weight with little or no supporting evidence to sustain ants that “it must nevertheless follow that there is no possible 


his position. He has given weight to the fears of complainants as to justification on this record for finding that the 35,000-pound 




















lefendants | contingencies which may arise in the future and has found undue rates are less than minimum reasonable rates, and we respect- 
onclusions prejudice to shippers using the rate on the 50,000-pound minimum and fully ask the Commission so to state in its final report herein.” 
ect to a undue preference to shippers using the 35,000-pound minimum rate when inclai 

ale diver. ff evidence ot record shows conctusively that cotton — > a i Sinclair and Son 

oun minimum rate to e southeast was S s . A ° 4 
St to the ae purpose of meeting greatly increased production schedules of Sinclair & Son, cotton merchants of Greenville, Tex., inter 
now moy- venor ‘“‘on the side of the defendants” excepted to the finding 
‘ : the mills brought about by the war. The rates on the 35,000-pound F 

€ Of this § jinimum are 6 cents higher than the rates on the 50,000-pound mini- Of the examiner that the present spread between the carload 
Stry was mum, and there is no evidence in the record to show that the movement rates on cotton subject to the 35,000-pound minimum and the 
1e record of flat cotton to the southeast. developed because of a preference in carload rates on cotton subject to the 50,000-pound minimum 
said they, — freight rates. provided an “artificial advantage” which resulted in undue 
nt of flat Blytheville Chamber of Commerce preference and prejudice, and to the recommendation that the 
any pro- : 35,000-pound rates be increased by six cents a 100 pounds. 
Jklahoma _Blytheville Chamber of Commerce and the other com- The report of the examiner can based on an thaety that 
from the plainants in No. 28800 said the examiner’s report embodied the rate spread gave an artificial advantage to the shipper 
> 1941-49 a remarkably accurate and concise statement of a voluminous 





of uncompressed cotton unless it was made wide enough to 
offset the charge for compression, said the company, a charge 
which it and other shippers must pay when shipping com- 
pressed cotton, adding: 





and complicated record, and that they desired mostly to clarify 
the report by their exceptions. They suggested that cancellation 
of the 35,000-pound rates was a simple and logical solution of 
the problem. The rates thus left available for the movement 
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Brandeis, of uncompressed cotton, said they, “would certainly not exceed -We hope that the Commission will see what is plain to us, that is, 
D, to the reasonable rates for such movement, since they would be that the artificiality comes about when the recommendation of the 
1, in this relatively the same as the truck-compelled competitive rates somanak tr bree ap alld rn ee is er er. aac Ge Sins 
it seems available to the gulf ports. be not receive. Nothing could be more artificial. 
iwfulness It was important for the Commission to know, they said, 
€ spread that the direct mill buyers in the southeast were enjoying an The Commission has assigned the case for oral argument 
1 not be artificial transit advantage in the purchasing of uncompressed Jan. 14, 1944, at Washington. 
; because cotton in addition to the advantage of an adjustment of rates 
Seca which were relatively lower than the penn age Sa rates to hh ‘ P N J 
the gulf ports. Port merchants must purchase their uncom- Am 3 
a _shroud pressed cotton throughout the southwest and the Mississippi t racite, a. to ith “i fe 
Valley in competition with these favored and privileged direct The Commission had erred in its five-to-four decision in 
1g other mill buyers, they said. Referring to contentions of the Secre- No. 27766, Alden Coal Co. et al. vs. Central Railroad Co. of 
nmenda- tary of Agriculture, they said: New Jersey, et al., in finding present rates on anthracite coal 
erations, from mining regions in Pennsylvania to tidewater piers in New 
yardizing We think it important for the final report to show, in addition to York not shown to be unreasonable, said the complainants in a 
1is Com: the statements of fact by the examiner, that the efforts of a repre- petition for reopening and reconsideration by the entire Com- 
osition.” ae ee ei ernneggd = Fe agg te or Fy seep ed mission, and for a reversal of the findings. The Commission 
: on to ed. e witnesses calle ’ - » . ‘ 
—a Sebertnent. in “ieee ditect aahemante, did no more than to "welds should find justified the reduction of 40 cents a ton as proposed 
e stand- categorically the position assumed by counsel for the Department of in the examiner’s report, said the complainants, in objecting 
relation Agriculture. Such witnesses did state on direct that they were to the majority’s adherence to a “fossilized anthracite struc- 
rho used appearing in opposition to the complaint and in support of the defend- ture” prescribed in 1915 (see Traffic World, Oct. 30, p. 1049). 
ants, principally the southeastern direct mill buyers. On cross-exami- Commissioner Rogers did not participate in the proceeding 
> unrea- nation, based upon inquiries designed to elicit the nature of their which resulted in the assailed decision. Commissioner Alldredge 
1 in any Tan ny neee witnanets quite freaiay, Aivediiy ond Positively test!’ wrote a dissenting opinion in which Commissioners Aitchison 
ny, and Be fhe sprtatt so aereact tte Producer would be served by a widening of and Lee joined, and Commissioner Splawn wrote a separate 
ort and cotton at destination would be the same. dissenting opinion. . 
. Wyoming Valley Industrial Development Fund, Inc., of 
As to the examiner’s statement concerning movement under Wilkes-Barre, Pa., in a letter addressed to the Commission, 
the 35,000-pound rates, the complainants asked that the state- said it had submitted testimony in support of the complainants 
> of the ment be corrected to read that the present movement on that in the early hearings and that any brief it might file would 
‘Vidence rate could be ascribed almost altogether, if not entirely, to the duplicate parts of the complainants’ statements. For that rea- 
ages of rate spreads. son, it said, it was stating by. letter its belief that the Com- 
it said, Southwestern Cotton Interests mission’s action should be reviewed. Coal Merchants Associa- 
nittedly tion, Inc., of New York, N. Y., also asked reopening and recon- 
charges The southeastern cotton interests, intervenors supporting sideration by the entire commission of eleven members. 
e juris- the defendants, took the position, in their exceptions, that the The complainants said a fundamental error underlying the 
ites for Commission should reject the report proposed by the examiner conclusions of the majority, it was believed, was the failure to 
@ asso- and, in lieu thereof, adopt a report which would dismiss the recognize the competitive situation in respect to New York tide- 
ractices complaint. Explaining their position, in support of 24 ex- water anthracite. This error, they said, appeared to underlie 
amine ceptions, the mills said they had intervened in the case primarily “the fallacious use of the outworn and discredited anthracite 
me _ to protect the rates charged on the traffic received by them, rate structure prescribed over 28 years ago and appears also 





and, secondarily, to oppose the view that carload rates on to furnish the erroneous basis by the majority for discarding 
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and casting aside transshipment rate comparisons as to both 
anthracite and bituminous coal, showing the unreasonableness 
of the rates assailed in this case.” 

The record showed that the transshipment rate on bitu- 
minous coal from fields representing an average distance of 
388 miles to the upper piers at New York were only 33 cents 
more than the rate on anthracite prepared sizes, and only 45 
cents more than the rate on pea and smaller sizes, for a haul 
on the average 208 miles greater than that necessary under 
the anthracite rates, said the complainants. The net ton-mile 
earnings on bituminous coal to the upper piers were only 6.51 
mills, and to the lower piers only 6.55 mills, as compared with 
12.45 mills on prepared sizes and 11.88 mills on pea and smaller 
sizes to the upper piers and 12.33 mills on prepared sizes and 
11.63 mills on pea and smaller sizes to the lower piers, they 
said, and that the transportation conditions in respect to the 
movement of bituminous coal had been shown on the whole to 
be less favorable than those in respect to anthracite. 

After reviewing the competition to which anthracite had 
been subjected by bituminous coal, coke, oil, and gas, the com- 
plainants said that there was no “legal justification for disre- 
garding such competition in considering the rates here com- 
plained of.” 

A most serious error of the majority, said the complainants, 
was in waiving aside the cost of study they had presented. The 
cursory attention given by the majority to the result of the 
study in this case, said they, was “indeed a cruel injustice to 
complainants. The majority in effect have simply waived aside 
the comprehensive cost study presented by complainants and 
the cost findings of the Commission’s Bureau of Transport Eco- 
nomics and Statistics.” Referring to the tremendous amount 
of time spent by the Commission’s bureau in reaching the cost 
figures, and in view of the exhaustive study made in reaching 
the cost figures by the complainants, the petition said that “the 
question may properly be raised as to whether in any case 
involving unreasonableness of rates a cost study could be justi- 
fied, if it is cast aside in the present case.” 


The complainants suggested 18 findings which, they said, 
the Commission should make. 


Oil Field Carrier Rights 


The Commission did not construe the authority of the 
so called “oil-field carrier” to include pipe line “stringing” work 
on the part of a motor carrier holding authority only to 
transport oil field equipment, machinery, material, and sup- 
plies incidental to, or used in, the construction, development, 
operation and maintenance of facilities for the discovery, de- 
velopment, and production of natural gas and petroleum, said 
W. Y. Blanning, director of the Commission’s Bureau of Motor 


Carriers in reply to an attorney’s question. In part, Mr. 
Blanning’s letter said: 


You are advised that the Commission does not so construe the 
authority of the so-called ‘‘oil field carrier.’’ The authorities as set 
forth recognize two separate and distinct phases of the petroleum 
industry, and the wording used in the preparation of the authorities 
indicates a desire on the part of the Commission to recognize these 
phases and provide for their separation. One phase as first set forth 
above has to do with the bringing of the crude oil to the surface, and 
all machinery, materials, supplies, and equipment necessary for the 
construction, development, operation, and maintenance of facilities 
for the discovery, development, and production of natural gas and 
petroleum may be transported by a carrier who holds such authority 
within the territorial scope of that authority. These commodities 
would include the derricks, drilling rigs, engines for power, fuel for 
engines, pipe for casings, drilling tools, water tanks, primary oil 
storage tanks, and camp supplies for the maintenance of the men on 
location, in fact, any and all of the numerous and miscellaneous items 
that are necessary for the drilling of the well, the discovery of the 
oil, the development of the location, and the pumping of the crude 
oil out of the well into the primary storage tanks or the actual con- 
nection with the facilities which is to transport the crude oil pre- 
sumably to the refinery. 


Discussing the authority issued to several carriers, Mr. 
Blanning said the authorities issued to C. Hobson Dunn, in 
MC 19416; to Parkhill Truck Co., in MC 30188; and to J. L. 
Cox & Son in MC 6539, were definitely directed to the phase 
of primary or secondary distribution of the oil or natural gas 
or the refined gasoline, and continued: 


The authority granted to Parkhill Truck Co. by the certificate of 
Nov. 2, 1943, covers both phases, i. e., production and distribution, 
the distribution phase being applicable even to the dismantling of pipe 
lines that have outlived their usefulness in a location. 

The authority issued to C. Hobson Dunn, Feb. 17, 1942, is similarly 
inclusive as to commodities, except that no authority is granted in 
connection with the repairing or dismantling of pipe lines. 

The authority issued J. L. Cox and Son, Feb. 4, 1942, includes only 
pipe, pipe line material, machinery, and equipment which are incidental 
to, and used in connection with the construction, repairing or dis- 
mantling of gas, gasoline or oil pipe lines, 





Vegetables, Pacific Coast to Gulf 


The full Commission should reconsider the issue, as to 
circumstances under which rail rates, reduced to meet wa 
competition, might be increased on the elimination of the 



















































































































competition, under section 4(2) of the interstate commerce af day.” 1 
because there had never been a court decision rendered thereo,! Harlan’: 
squarely in point in so far as the facts of the case were ggp, 
cerned in I. and S. 5187, Dried Vegetables, Pacific Coast 4)” 
Gulf Ports, said the War Food Administrator in a petition fy pony 
reconsideration. With Chairman Alldredge dissenting, the Com. aos at 
mission, division 2, found in that proceeding proposed increased § now thre 
rates on dried vegetables, in carloads, from Pacific Coast points § abnorma 
to Texas and Louisiana Gulf ports for export just and reagop. 
able and not otherwise unlawful. The order of suspension wa; Th 
vacated and the proceeding discontinued (see Traffic Worl § more ¢ 
Oct. 16, p. 905). ‘Ding the 
A similar request for reconsideration by the entire Com. prospe! 
mission was filed recently by the War Department (see Trafiy § and sh 
World, Nov. 27, p.1325). Sa 
Aside from alleging that the division had erred in finding § of pro 
that section 4(2) did not prohibit the proposed rate increase; § minist 
the War Food Administrator said the division had erred in jts § recog? 
conclusion that the Commission had consistently taken the po- & freigh 
sition that it would not require a difference in domestic ang § relate 
export rates from and to the same points unless there was q § Corpo 
substantial variation in the service performed, and in conclyd. § tons © 
ing that the traffic in dried vegetables was not per se entitleq | It wa 
to export rates lower than corresponding domestic rates. Dis. § in the 
cussing value of service under this section, the administrator § increé 
said that in recent years the ability of railroads to adhere to § said | 
the value-of-service principle, based on a qualitative evaluation — creas 
of the goods, had been seriously impaired because of the rise yet t 


of competing forms of transportation, particularly water and 
motor transportation, and that this was also true in so far as 
the principle applied to quantitative traffic factors. The rail. 
roads had been forced to reduce their rates to meet this com- 
petition, said he, and that this was “exactly what happened in 
the instant case. In order to obtain any measure of the dried 


vegetable traffic, which would otherwise move entirely by wa- sh 
ter carrier to eastern destinations from the Pacific Coast, the auth 
Pacific and trans-continental railroads were forced to publish Inc 
export rates to the Gulf ports. The value of railroad service, opel 
in so far as it related to traffic in beans, in other words, had wil 
been modified by other forms of traffic competition.” ro 
The administrator said, also, that the decision of division hifi 
2 was “directly at variance with the report of division 3 in 
I. and S. Docket No. 5136, Iron or Steel to the Pacific Coast § °P 
for Export, decided by the Commission on June 29, 1943, 255 oes 
I. C. C. 739, and upon which a petition for reconsideration was bet 
denied by the Commission on Oct. 4, thus making the report tal 
of division 3, in effect, a report of the entire Commission.” ‘. 
After quoting extensively from that decision, the administrator § °™ 
said that, in view of the Commission’s refusal to allow an up . 
ward adjustment of rates in that proceeding, ‘‘we fail to see 
the logic in division 2’s allowing increases in the instant case. ap 
We urge the Commission to take cognizance of this apparent nm 
inconsistency.” sy 
As to the provisions of section 4(2), the administrator said 
the full Commission should reconsider the decision because ef 
there was not unanimity of opinion within the Commission a — 
to the meaning of this sub-section and its application to a case tc 
of this type. Commissioners Aitchison and Splawn, said he, r 
as evidenced by the report and order “under attack herein,” st 
represented the point of view of the Commissioners who be a 
lieved that a “temporary” cessation or an “interruption” of 0 


water competition was not an “elimination” of such competi- 
tion within the meaning of section 4(2). Commissioner Johnson, 
on the other hand, had contended in Scrap Paper from Eastem 
Ports to Hartsville, S. C., 253 I. C. C. 139, that “where nothing 
except the disappearance of water competition is submitted to 
justify a rate increase, section 4(2) stands as a barrier to the 
approval of such an increase,” he said. 


Section 4(2) arose out of the Knowland amendment to 
section 8 of the Mann-Elkins act, said the administrator. He 
said it should be borne in mind that the Mann-Elkins act, and 
particularly its amendment of section 4, was an attempt on the 
part of Congress to ameliorate a history of competitive abuse 
in the transportation field “in which the rail-water competition 
had reached almost predatory limits particularly on the part 
of the rails. We assert therefore that, although section 4(2) 
has a specific legislative history, it is only a part of a gene 
policy expression of Congress that railroads should not be 
allowed to take advantage of any rail-water competitive situa 
tion that does not arise out of genuine’ economic necessities. 

After discussing the word “elimination” in the section, the 
administrator quoted from the dissenting opinion of Commis 
sioner Harlan in Trans-Continental Rates, 46 I. C. C. 237 to the 
effect that, under the majority opinion, if the Panama can 
was blocked for a few weeks “the all-rai] rates to the Pacifi¢ 
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Coast should at once, yet only for the period of such temporary 
interruption, be put on the normal all-rail basis and be freed 


B from the depressing influence of water competition; and this 


also should be the result if a shipment is offered to the rail 
jines on Monday and it is found that no vessel sails until Satur- 
ay.” The administrator further quoted from Commissioner 
Harlan’s opinion as follows: 


In my judgment rates and trade relations, based on conditions so 
permanent and enduring as the coast to coast avater route through the 
Panama Canal, ought to be stable and secure against needless fluctua- 
tions, and I see no warrant either in the law or upon the record for 
now throwing both into sudden and violent confusion because of purely 
abnormal and temporary conditions. 


The administrator said that, “in view of the vaster and 
more complicated incidents of traffic during this war than dur- 
ing the first World War, and particularly in view of the present 
prosperity of the rail carriers, the Commission may desire to 
and should review Commissioner Harlan’s line of reasoning.” 

Saying that the carriers had failed to sustain the burden 
of proof that the proposed increases were reasonable, the ad- 
ministrator also said that the division had erred in failing to 
recognize the potential effect that an increase in the export 
freight rates from Pacific Coast to Gulf ports would have on 
related rates from other origins, and cited Commodity Credit 
Corporation outstanding contracts for the purchase of 225,000 
tons of garbanzos (a variety of pea) for shipment from Mexico. 
It was to be expected that the carriers would seek increases 
in the rates from Mexico, perhaps in the same amounts as the 
increases found justified by the division in the instant case, 
said he, and that such a possibility involved a prospective in- 
creased outlay of from $250,000 to $625,000 on the garbanzos 
yet to be shipped from Mexican origins under the contracts. 


Key Point Issue 


The expedition of existing rail services by substituted motor 
service could not be put into effect if Vincennes and Terre 
Haute, Ind., were allowed to remain as key points in the 
authority granted in MC 2815 (BMC 10) Willett Co. of Indiana, 
Inc., Extension, embracing two applications for extensions of 
operations under MC 2815, Sub. 1, and MC 2815, Sub. 2, said 
Willett and the Pennsylvania Railroad in a petition in that 
proceeding. On further hearing, condition 3, attached to cer- 
tiicate granted in prior report 21 M. C. C. 405, authorizing 
operation as a common carrier by motor vehicle in the trans- 
portation of property over regular routes in rendering a sevice 
auxiliary to or supplemental of rail service of the Pennsylvania 
between points on the rail lines of the Pennsylvania in Illinois, 
Indiana, and Kentucky, was modified to read: “No shipments 
shall be transported by applicant as a common carrier by 
motor vehicle between any of the following points: East St. 
Louis, Ill., Louisville, Ky., Logansport, Terre Haute, Indian- 
apolis, Richmond, and Vincennes, Ind.” The modification was 
made at the request of the applicant and intervenor, the Penn- 
sylvania (see Traffic World, Aug. 21, p. 408). 


The instant petition asks the Commission to postpone the 
effective date of the order of the Commission, division 5, in so far 
as it established key points at Terre Haute and Vincennes; 
to vacate the order as to those key points; to reconsider and 
review the order, with the entire Commission participating, in 
so far as the establishment of those key points is concerned; 
and to reopen the proceeding for further hearing for the purpose 
of introducing new evidence as to those key points. 


As to Vincennes, the petition said that shipments moving 
north out of Indianapolis must move through Logansport and 
on to some point outside of Indiana. The fact that Logansport 
had been established as a key point protected all competing 
truck operations on such shipments, it said; and pointed out that 

same was true as to shipments through Indianapolis as a 
gateway if destined for interstate points east of Indianapolis, 
which shipments, it said, would move through Richmond, a key 
Point; and that shipments through Indianapolis to the south 
moved from Indianapolis through Louisville, also a key point. 

ese movements would, by reason of the key point restrictions, 
all move by rail, said the petition, and that this would be true 
of shipments moving in the reverse directions. As to shipments 
moving west out of Indianapolis, the petition said they were 
not as favorably treated through Indianapolis as a gateway, 
under the order, as the shipments moving north, east, and 
south. It would be impossible to transport any shipment orig- 
inating west of the Indiana-Illinois state line destined for inter- 
mediate points along the route between Indianapolis and Vin- 
cennes, and Vincennes proper, by truck, if Terre Haute was made 
a key point, it said. By reason of the distances necessary to travel 
from Terre Haute into Indianapolis and then southwest out of 
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Indianapolis to Vincennes, there was not a competitive situation 
with independent motor carriers, it said. 

As to Terre Haute, the petition said no key points on the 
routes between Indianapolis and East St. Louis should be 
established except those two cities. After discussing evidence 
as to the need for key points, the petition said that as between 
East St. Louis and Terre Haute, and Terre Haute and East 
St. Louis, there was not sufficient volume for a car classification, 
and therefore there was none. This was a natural inference 
to be drawn from the testimony, it said, but that if the Com- 
mission was not willing to accept that inference, the matter 
should be reopened and the petitioner given an opportunity to 
present testimony. The petition pointed out that freight be- 


tween Indianapolis and Terre Haute was all being handled by 
rail cars. , 


Multiple Car Service Order 


Effective Dec. 15, the Commission has issued amendment 
No. 4 to service order No. 68, which suspended the operation 
of rules 24 and 34 of Consolidated Freight Classification No. 
14, as amended, as well as the operation of all provisions in 
all other tariffs permitting freight cars to be used for the 
shipment of carload freight, including livestock, otherwise than 
subject to the established carload minimum weight. Service 
order No. 68 was the first service order issued by the Commis- 
sion following the entry of the United States into the present 
war. 

The instant amendment exempts remnant shipments trans- 
shipped to railroad cars, under certain conditions, from the 
provisions of service order No. 68, as amended; vacates the 
suspension of the operation of rule 24 of the Consolidated 
Classification, and similar rules in other tariffs, in so far as 
they apply to remnant lots as defined in the order; requires 
that cars, except the one containing the remnant lot, used for 
one consignment, be loaded to the carload minimum weight; 
and vacates amendment No. 3 to service order No. 68, which 
also dealt with the loading of cars and charges for remnant 
lots transshipped from vessels to railroad cars. 

Each of the railroads affected by the order is required to 
publish, file and post a supplement to each of its affected tariffs, 
changing the provisions of such tariffs in accordance with the 
provisions of the amendment. 


The pertinent portions of the amendment follow: 


Remnant shipments exempted. Service Order No. 68, as amended 
(codified as section 95.15 of Title 49 C. F. R.), is hereby amended so 
as not to apply to remnant lots as herein defined transshipped from 
ocean-going vessels to railroad cars at ports, or to remnant lots of 
freight transshipped from barges to railroad cars at ports on inland 
waterways, which freight has previously been transshipped from ocean- 
going vessels to barges at ocean ports, provided charges on such rem- 
nant lots are assessed on weight of 10,000 pounds or more, and the 
suspension of the operation of Rule 24 of the Consolidated Classifica- 
tion and similar rules in other tariffs is hereby vacated insofar as such 
tariff rules apply to remnant lots as defined herein. The term ‘‘rem- 
nant lot,’’ as used herein, is defined as that part of a consignment 
weighing less than the carload minimum weight for the car into which 
it is loaded, which remains after the other car or cars used for the 
consignment has or have been loaded to the carload minimum weight 
applicable to such car or cars. 

Cars must be loaded to minimum weight. Service Order No. 68, as 
amended, is hereby further amended so as to require common carriers 
by railroad when loading into railroad cars carload freight transshipped 
from ocean-going vessels at ports, to load each car, except the one 
containing the remnant lot, used for any one consignment to the carload 
minimum weight applicable to the car so used. 

Amendment No. 3 rescinded. Effective on the effective date of this 
amendment, amendment No. 3 to Service Order No. 68 is hereby 
vacated and set aside. 


Deming Maximum Rule 


Rail respondents in I. and S. 5110, Maximum-Rate Provi- 
sions, ‘Ocean-Rail to Southwest, have filed 14 exceptions to the 
report of Examiner M. J. Walsh, in which he recommended find- 
ing unduly prejudicial proposed cancellation of tariff provision 
that ocean-rail and rail-ocean-rail rates from points on Atlantic 
seaboard territory to interior destinations in Arkansas, Louisi- 
ana, Oklahoma, and Texas should not exceed those concurrently 
in effect from the same origin points to Deming, N. M. 
(See Traffic World, Oct. 9, p. 834.) The examiner also recom- 
mended that the suspended schedules be ordered cancelled and 
the proceeding discontinued. Said the respondents: 


It is unfortunate that the examiner has overlooked the effect of the 
schedules under suspension and has thereby failed to recognize the 
equity surrounding the action of respondents, and has, therefore, 
recommended to the Commission continuance of a rule that results in 
rates that are lower than reasonable, disrupts the rate structure pre- 
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scribed by the Commission and cannot under the statutes be justified 
as reasonable maximum rates, 


After discussing the 14 exceptions, the respondents said 
there was another feature involved in the proceeding on which 
the examiner had touched very lightly, but which, they said, 
was of extreme importance. That, they said, was the testi- 
mony of representatives of the Rock Island and the Missouri 
Pacific to the effect that “the present application of the 
Deming rates as maxima at southwestern destinations, other 
than at intermediate points on the direct line of the Southern 
Pacific or Santa Fe, places control of the entire southwestern 
adjustment on ocean-rail traffic in the hands of two steamship 
lines and the Southern Pacific and Santa Fe railroads.” The 
respondents continued: 


Those lines, by establishing rates to Deming, can, if the suspended 
schedules are not cancelled, without the concurrence and even over the 
protest of the Rock Island, Missouri Pacific and other southwestern 
railroads, reduce the rates to destinations on those railroads to any 
desired basis. A review of the Southwestern territory, as illustrated by 
map exhibit 12 (141), will be convincing that the broad application of 
the Deming rates as maxima at intermediate points on other than the 
direct lines to Deming results in a situation that cannot possibly be 
justified. To illustrate—could the Commission find that the Southern 
Pacific and the Santa Fe, together with the two steamship lines, should 
be in a position to fix the rates from New York to Little Rock, Ark., 
which is reached by the Missouri Pacific and which line has no voice 
whatsoever in the New York-Deming ocean-rail rate? ... 

If either the Southern Pacific or the Santa Fe, or both, in conjunc- 
tion with steamship lines can control the rates to points in the south- 
west on other lines it presents a most interesting question and that 


is the right of such other lines to determine rates under the Trans- 
portation Act. 


The respondents said the Commission had prescribed the 
only yardstick ever laid down for the determination of reason- 
able maximum rates from Atlantic seaboard territory to 
the southwest, and that, in view of the fact that rates resulting 
from the taking effect of the matters under suspension would 
restore such reasonable rates, there should be no hesitancy 
on the part of the Commission to find that the schedules under 
suspension were justified, and to vacate its order of suspension. 


Dakota Transport Motor Rights 


Railroad protestants in MC 100243, Lowell Crabb and 
Ramon Jesperson, Common Carrier Application, asking the 
entire Commission to reconsider the report of division 5, to 
which Commissioner Patterson dissented, said the Commission 
should affirm its prior decisions “to the effect that a showing 
of public convenience and necessity must be public as distin- 
guished from private and that the interstate commerce act does 
not require in all cases a grant of authority for both rail and 
motor carrier services.” 

In that proceeding, on further hearing, the Commission, 
division 5, affirmed the findings in the prior report, 30 M. C. C. 
687, that public convenience and necessity required operation 
by the applicants, doing business as Dakota Transport Service, 
of Wagner, S. D., as a common carrier by motor vehicle of 
petroleum products, in bulk, in tank trucks, from Superior, 
Neb., and refining and distributing points in Kansas, to Wag- 
ner, S. D., and points in South Dakota with a radius of 30 miles 
of Wagner (see Traffic World, Nov. 6, p. 1113). 

The rail protestants said they did not desire to have the 
Commission believe that the results of the proceeding would, 
of and in themselves, irreparably injure the railroads or the 
public in South Dakota, or in the nation. However, said they, 
they did find in the case the pronouncement of principles 
that might well become far reaching in effect and might well 
influence all cases of similar nature that might arise in the 
years to come. 

The towns involved in the authority, said they, were all 
stations served by railroad. The co-applicant Crabb, they said, 
had engaged in private transport activities, and that his self- 
serving declarations of service rendered “merely express the 
wish of Crabb to transform his private operations into that of 
a common carrier.” 

The record made in this proceeding showed that rail trans- 
portation was adapted to and necessary for the transportation 
of all articles of commerce, and that there could be little ques- 
tion but that the public interest would be irreparably injured 
if the profitable petroleum traffic was diverted to an agency 
not capable of providing a general service, they said. Revenue 
received from petroleum traffic in the involved area consti- 
tuted 20 per cent of the revenue from all traffic terminated 
therein, said the carriers. The loss of such revenue must be 
reflected either in less efficient railroad service or the complete 
abandonment of the lines of railroad serving those communi- 
ties, said they, adding that in such circumstances “it is be- 






lieved the clear intent of Congress requires a finding that pub. 
lic convenience and necessity does not require both rajj and 
motor carrier service, which view was recognized by the Com. 


mission in Worm Extension Application, reported in 32 y C 
C. 641.” ou 
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New England Motor Rates sigerat 

Replying to a letter addressed to the Commission, divisiq, voice 
2, by Roland Rice, general counsel, American Trucking Asso. § pooling 
ciations, Inc., for the committee of motor carrier ¢oy additio’ 
Commissioner Aitchison has informed Mr. Rice that division 3 down | 
of the Commission had concluded that a combined hearing off jence 
Ex Parte MC-22, New England Motor Carrier Rates, and MC e ft 
C-150, Motor Freight Classifications, and MC C-200, Moto § of the 
Carrier Class Rate Investigation should not be held. 

In asking for the combined hearing, Mr. Rice said thy 
motor carriers outside New England territory had no interey In 
in the issues in Ex Parte MC-22, but that, in so far as the § for Fi 
general question of motor carrier class rates and motor cay. Comm 
rier classifications were concerned, the issues in the New World 
England case were also directly involved in the broader ma. contin 
tional proceeding. It might well be, said he, that the decision ing sh 
in the New England proceeding might have a direct and im. § jn the 
portant bearing on the general proceedings, and that this would T 
mean that, when the general proceedings came on to be heard, § servic 
“part of the issues will have been predetermined by the Com. § cago. 
mission in the earlier proceeding, thereby either denying in § on th 
effect the carriers outside that territory an opportunity to be § Larec 
heard with respect to those issues, or necessitating upon their § pens: 
part the introduction of testimony attacking the principles de. § san | 
cided in the former proceeding.” Halif 

Commissioner Aitchison pointed out that the proceeding in § prun 
Ex Parte MC-22 had been reopened solely to bring that record § and 
up to date, and that, in view of the nature of the proceeding, (gral 
“extreme liberality” would be exercised in permitting the in. § from 
troduction of evidence which might not be considered as supple. § \yn, 
mentary to and bringing up to date evidence now of record § York 
Such evidence, however, said he, would be confined to conditions § st. | 
as they existed in New England. Evidence relating to condi-® and 
tions outside New England would not be considered relevant, 
he said, and continued: 

The issues in the New England case are no more involved in the 
general class rate proceedings at the present time than they wer Jop! 
when the last hearings were held and a decision in the New Englani & tion 
proceeding after the forthcoming further hearing will have no mor Smi 
bearing upon a decision in the general proceedings than any decision Mr. 
os might have been rendered after the conclusion of the prior con 

earing. ° 

A mbieet hearing such as you suggest might delay a decision ine 4S! 
the New England proceeding, and division 2 has concluded that a com — Can 
bined hearing should not be held. mis 

wa 
Sr rie 
MIDWEST MOTOR RATE RESTRICTIONS ple 

Argument was heard by the Commission, division 2, Dec. 1, tat 
in I. and S. M-2154, Minimum Rate Restrictions To, From — \ 
Within Southwest, and five embraced cases, in which Examiner | 
D. C. Dillon proposed the following findings: That proposed § S* 
changes in minimum class rates of motor common carriers of 
from, to, and between points in western trunk-line territory be ree 
found not shown to be just and reasonable; that provisions In 
proposed for the account of individual carriers which restricted 
participation of such carriers in joint class rates be found u- 
lawful; that provisions proposed for the account of individual 
carriers which eliminated or modified their participation 1B ¢ 
specified commodity rates be found just and reasonable; ani® « 
that proposed cancellation of exception rating on net cotto® ¢ 
bags be found just and reasonable. He also proposed that th B® ( 
suspended schedules be ordered cancelled without prejudice 0B y 
the establishment of rates and charges in conformity with the ® 
findings, and that the proceeding be discontinued (see Trafic 
World, Sept. 25, p. 711). 0 

J. M. Andren, for the respondents, said that the proposal ; 
had been based on earnings of 20 cents a truck mile. In answel® ¢ 


to a question from Commissioner Splawn as to whether the 
result of the proposals would be to “skim” the profitable 
traffic, Mr. Andren said the carriers were not trying to do that 
He said it was the carriers’ position that they should establish 
rates that would enable them to handle the traffic, and that 
they did not believe they should be expected to handle traflic 
at a loss. : 
William Williamson, for the South Dakota Public Utilities 
Commission, Captain Edward H. Cox for the War Department 
and M. D. Miller, for the Office of Price Administration, said 
that the rates proposed by the examiner were higher than thos 
proposed by the carriers and asked, generally, how those rate 
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could be justified if the rates proposed by the carriers had 
found not justified. 


ALLIED VAN POOLING 


The Commission, by Commissioner Porter, has extended 
to Jan. 1, 1944, the time within which petitions for recon- 
sideration, rehearing or reargument may be filed in MC F-1775, 
Allied Van Lines, Inc.—Pooling. The proceeding involved an 
application for Allied and 366 of its members to enter into a 

ling arrangement for 25 years. Allied had asked for the 
additional time on the ground that the Commission had set 
down for hearing its application for a certificate of conven- 
ience and necessity and that time would be required to pre- 

e for that hearing. Nine protestants opposed the granting 
of the additional time (see Traffic World, Nov. 27, 1326). 


CHICAGO FORWARDER’S APPLICATION 


In FF-67, Gallaghr & Ascher Co., Chicago, Ill., Application 
for Freight Forwarder Permit, the applicant has asked the 
Commission for leave to amend its application (see Traffic 
World, Nov. 21, 1942, p. 1219) to as request authority for 
continued operation in assembling, consolidating and distribut- 
ing shipments to a number of points in addition to those named 
in the original application. 

The applicant now seeks authority for freight forwarder 
service with respect to import and export traffic between Chi- 
cago and the Chicago commercial zone, on the one hand, and, 
on the other, the ports of Baltimore, Boston, Galveston, Houston, 
Laredo, Los Angeles, Miami, Mobile, New Orleans, Norfolk, 
Pensacola, Philadelphia, Greater New York, Portland (Me.), 
San Francisco, Seattle, Tampa, Vancouver (British Columbia), 
Halifax (Nova Scotia), Montreal (Quebec) and St. Johns (New 
Brunswick) through utilization of carriers subject to parts I 
and Il of the act; also, with respect to shipments of stone 
(granite); blocks or pieces, rough quarried or further finished, 
from Columbia, S. C., and Elberton, Ga., to Baltimore, Brook- 
lyn, Buffalo, Chicago, Evansville, Kansas, City (Mo.), New 
York City, Pittsburgh (Pa.), Quincy (Mass.), Philadelphia and 
St. Louis, through utilization of carriers subject to parts I 
and IT. 


OPERATING AUTHORITY SUIT 


Lee Reeder, counsel for Tri-State Motor Transport, Inc., 
Joplin, Mo., has informed the Commission that Tri-State’s peti- 
tion to vacate the orders, and its reply, in MC 104454, Sidney 
Smith, Temporary Authority Application, have been withdrawn. 
Mr. Reeder also informed the Commission that the Tri-State 
complaint, filed in the federal court for the western Missouri 
district, western division, in which it had asked that the appli- 
cant be prohibited from transporting explosives under the Com- 
mission’s order, was being dismissed. The authority granted 
was for the transportation by Sidney Smith, as a contract car- 
rier, of explosives from Atlas, Mo., to the Kansas ordnance 
plant, Parsons, Kans., and empty boxes, used in the transpor- 
tation of explosives, on the return movement (see Traffic World, 
Nov. 13, p. 1196). 

The complaint in the federal court was being dismissed, 
said Tri-State, pursuant to an agreement with the army’s traffic 
control division. It was understood, in the Commission’s Bureau 
of Motor Carriers, that the agreement involved splitting the 
involved traffic between the two carriers. 


COAL CITY TOWING RIGHTS 


Mississippi Valley Barge Line Co.; Campbell Transportation 

Co.; and American Barge Line Co., have filed suit in the federal 
court for the western Pennsylvania district, asking that the 
Commission’s order in W-313, Coal City Towing Co., Contract 
Carrier Application, be set aside. In that proceeding the Com- 
mission, division 4, on finding applicant’s operations to be 
those of a common carrier, granted a certificate, effective 
April 6, as to continuance of operations in the performance 
of general towage between ports and points along the Allegheny 
and Monongahela Rivers, and the Ohio River east of and in- 
cluding North Bend, O. 
_ The plaintiffs said that after the passage of the transporta- 
tion act, 1940, the Commission had adopted the practice of 
conducting field surveys in order that an applicant’s books 
and records might be examined to determine the accuracy of 
averments contained in the application, and the true scope of an 
applicant’s operations during the critical period. These ex- 
aminations or investigations, they said, ‘were and are purely 
ex parte, that is to say, no competitor or any person other 
than applicant is invited or allowed to be present during the 
course of the investigation.” 

Their petitions for public hearings and opportunity to 
Submit proof that Coal City’s predecessor in interest had not 
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been in operation on the critical date, performing transporta- 
tion subject to the act, had been denied by the Commission, 
April 13, said the plaintiffs. They said it had been the prac- 
tice of the Commission, when petitions alleging errors had 
been presented, to postpone the effectiveness of its original 
orders until such time as the merits of the petitions might be 
passed on. This procedure had not been followed in the instant 
case, said they, in that the order of denial was dated April 13, 
and the certificate had become effective April 6. 

The case was docketed as civil No. 2793, Mississippi Valley 
Barge Line Co., Campbell Transportation Co., and American 
Barge Line Co., plaintiffs, vs. United States of America, and 
Interstate Commerce Commission, defendants. 


M. & St. L. Receivership Ends 


The Minneapolis & St. Louis Railway Co. began corporate 
operation December 1 after 20 years and 6 months of receiver- 
ship—the longest in railroad history. 

Announcement was made by L. C. Sprague, president, fol- 
lowing a meeting in New York attended by W. W. Colpitts of 
Coverdale & Colpitts, New York City; C. W. Wright of Min- 
neapolis, vice-president and general counsel, and representatives 
of the several protective committees, their depositaries, the 
corporate trustee and New York and Minneapolis fiduciaries. 

Following delivery of general mortgage bonds, Series A 
(4 percent income), and payment of cash to the distributing 
agents allocated to the preferred claimants and to the holders 
of Merriam Junction bonds, and the issuance and distribution of 
common stock of the company in accordance with the plan of 
reorganization, and transfer by the receiver of the Minneapolis 
& St. Louis Railroad Company of cash on hand to the new 
company, it was stated that these actions transferred owner- 
ship and operation of the Minneapolis & St. Louis Railroad 
to the new companies, the Minneapolis & St. Louis Railway 
Company and its wholly-owned subsidiary, the Minneapolis & 
St. Louis Railroad Corporation. 

It was also announced that .interest would be payable on 
The Minneapolis & St. Louis Railway Company general mort- 
gage bonds, Series A (4 percent income) for the month of 
December, 1941, and for the year 1942. 

President Sprague gave his opinion that it may be possible 
to redeem the $2,015,000 in outstanding bonds in 1944, as there 
is sufficient cash in possession of the new company to make 
such a step possible in the near future. He also said that, when 
such redemption had been accomplished, the new company 
would have outstanding 150,000 shares of common stock, no 
par value, and approximately $1,000,000 of equipment trusts 
currently reduced on a monthly basis. 

Officers of the new company, in addition to President 
Sprague are: 


H. W. Ward, vice-president, traffic; J. W. Devins, vice-president 
and general manager; C. W. Wright, vice-president and general coun- 
sel; G. A. Anderson, comptroller; M. E. Easton, secretary; W. C. 
Knoble, treasurer; directors, J. M. Chilton, G. B. Webster, M. A. 
Lehman, D. J. Strouse, B. C. Gamble, V. F. Rotering, C. E. Hill and 
Mr. Sprague, all of Minneapolis, and A. W. Benkert, John Ross Dela- 
field and Jesse E. Waid, of New York City. 


Missouri Pacific Reorganization 


Briefs filed by parties of interest in Finance No. 9918, Mis- 
souri Pacific Railroad Co. Reorganization, showed opposition 
to the “compromise” plan of reorganization dated Sept. 27, 
1943 (see Traffic World, Oct. 2, p. 778) from the protective 
committee for holders of Little Rock & Hot Springs Western 
Railroad Co. first mortgage 4 per cent gold bonds, the protec- 
tive committee of International-Great Northern Railroad Co. 
first mortgage bondholders, certain halders of first mortgage 
bonds of the Central Branch Union Pacific Railway Co., and 
the Central Hanover Bank & Trust Co. as successor-trustee 
under the Central Branch first mortgage. 

In support of the plan, briefs were filed by the debtor rail- 
road, the Alleghany Corporation, the protective committee for 
holders of first and refunding mortgage bonds of the Missouri 
Pacific, the committee representing holders of first mortgage 
bonds and income bonds of the New Orleans, Texas & Mexico 
Railway Co., and the Savings Banks Trust Co., the City Bank 
Farmers Trust Co. as trustee under the International Great 
Northern first mortgage, the Commercial National Bank & 
Trust Co. of New York as trustee for the 5% per cent con- 
vertible bonds of the Missouri Pacific, and the protective com- 
mittee for the holders of the debtor’s general mortgage 4 per 
cent bonds. 

The Chemical Bank & Trust Co. as trustee under the in- 
denture securing the debtor’s 5% per cent serial bonds said in 
its brief that if the meager sample of bondholder opinion that 
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had come to it was any guide, there was no preponderance 
among the holders of this issue either for or against the com- 
promise plan, and that in such a situation it took the position 
that as trustee it neither opposed nor approved that plan. The 
Irving Trust Co., in a brief as trustee under the first mortgage 
of the New Orleans, Texas & Mexico, objected to the proposed 
disposition of securities and cash held in trust by the Irving 
Trust Co. for others than the N. O. T. & M., and suggested, 
therefore, that the pertinent provisions of the compromise plan 
be “appropriately reworded so as to reserve these questions for 
the court’s determination.” 

The Railway Labor Executives’ Association submitted, in 
a brief, provisions for protection of employes that it said the 
Commission should incorporate in its report on the compromise 
plan of reorganization. If such conditions were not included 
in the Commission’s report on the plan, it said, the Commission 
should designate “the stage of the proceeding at which the 
claim of.the employes may be asserted and decided.” 

The Missouri Pacific, in its brief, said the capitalization 
provided in the modified plan, $560,480,000, was within the 
limit approved by the Commission in its certified plan and was 
not presented as, the maximum permissible capitalization. 

“An increased capitalization,” it added, “would have been 
used, but it was thought by some that there was ‘no use’ ask- 
ing the Commission to approve a capitalization higher than it 
had previously fixed. Therefore, our statement of facts estab- 
lished by the new evidence showing an increase in the value 
of the estate emphasizes the propriety, the justice of the issu- 
ance of warrants.” 

The Missouri Pacific said that for 1941 its railway operat- 
ing revenues were $144,000,000 and income available for in- 
terest $30,600,000; that for 1942 the corresponding figures were 
$231,500,000 and $66,250,000, and that for 1943, eight months 
actual and four months estimated, the corresponding figures 
were $284,000,000 and $50,800,000. Corresponding figures esti- 
mated for 1944, it added, were $269,000,000 and $43,400,000. 
The railroad averred that the purchase warrants proposed to 
be issued to holders of its common and preferred stock would 
have “more than a chance of value, even if the war does not 
continue three years.” It said that the industrial development 
in its territory had brought new and additional traffic, most 
of which it would continue to enjoy. 

“On the basis of the 1943 system earnings, actual and 
estimated,” it said, “the earnings on the new common stock, 
under the proposed capitalization after paying all charges, fixed 
and contingent, $5 per share on the new preferred and provid- 
ing for all sinking fund and other requirements under the 
plan, will be more than substantial. . .” 

The Alleghany Corporation, an investment company, said 
that the plan dated Sept. 27 “is a result of many arduous 
months of negoitation between the first and refunding commit- 
tee, the N. O. T. & M. committee, the general mortgage bond- 
holders committee, Alleghany Corporation, and the principal 
debtor, Missouri Pacific Railroad Co., and is jointly proposed 
and supported by them.” It said it was the owner of $11,152,000 
of the debtor’s convertible bonds, $4,410,000 par value of its 
preferred stock and $52,290,000 par value of its common stock. 
All Missouri Pacific securities owned by it, it said, were pledged 
“to secure its outstanding two issues of collateral trust bonds, 


of which an aggregate principal amount of $40,798,000 is out- 
standing.” 


“Having agreed to the plan in an effort not to prolong the 
reorganization proceedings by lengthy controversy as to ques- 
tions of valuation and the like,” said the Alleghany Corpora- 
tion, ‘we do not here urge upon the Commission that it find 
an increased maximum capitalization permissible. In the ab- 
sence of the plan we should certainly be disposed to urge that 
recent developments justify an increased capitalization. But in 
any event it seems appropriate in considering the allocation 
of warrants to the convertible bonds and to the preferred and 
common stocks to call attention to the impressive evidence in 
the record which we believe would justify an increase in 
capitalization. ... 


“The ultimate fact is that, since the time when the Com- 
mission plan was formulated and its maximum permissible 
capitalization fixed, the value of the assets appears to have 
increased by almost $100,000,000—largely in cold cash... . 
Additional wartime earnings will further increase the cash and 
value of the assets of the system. . .” 

The proposed purchase warrants to the junior creditors 
and to the old stockholders, said Alleghany, would entitle the 
holders to buy Class B common stock for a cash price of $100 
a share. It added that the warrants represented “an opportu- 
nity for the junior creditors and the stockholders to share in 
the prosperity of the Missouri Pacific if it should continue, 
though they must pay handsomely if they care to take advan- 
tage of the opportunity.” 

“In view of the present enhanced value of the railroad, its 
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present earnings and its future prospects,” the Alleghany briet 
continued, “the large number of public investors who investeg 
over $100,000,000 in the junior securities of the Missourj Pag 
are certainly entitled to at least this ‘possibility of recoy 


certain amendments to the plan, the petition said. ; 
A similar petition was filed recently by the protective com- 


which has been provided for in the statute and has been recap TI 
nized by the Supreme Court. Ecker vs. Western Pacific Rail. zation 
road, 318 U. S. 448, 476.” the pr 

The protective committee for the International-Gregt cent p 
Northern first mortgage bondholders contended that the capi. sion’s 
talization of the new company should be about $600,000,0q § that t 
and that the reorganization value of International-Great North. § back | 
ern approximated $58,000,000, instead of $50,000,000 as pro. @ duce | 
posed in the compromise plan. Pacifi 

The Railroad Credit Corporation, in its brief, said that jt, p. 132 
aggregate claim in this case, as of Oct. 31, 1943, amounted t) E 
$2,473,919.69, and asked for better treatment of its claim thay petiti 
was provided in the compromise plan. S prefe' 

LEER SDS heari 
CENTRAL OF GEORGIA REORGANIZATION ~ 

William A. Spanier, Addison W. Warner, and W. F. Wag. 
ner, have petitioned the Commission for authority to serve a § Pres 
a protective committee for holders of the Mobile Division fir — mr 
mortgage 5’s, Middle Georgia & Atlantic Division first mort meri 
5’s, and Macon & Northern Division first mortgage 5’s, ang § fled 
to solicit authorizations to represent holders of these bonds, and 
without deposit thereof, in Finance No. 12950, Central of 
Georgia Railway Co. Reorganization. 

The petition said it was not contemplated at this time that Ta 
the committee would resort to the customary methods of 
soliciting proxies or authorizattions from holders of the afore. sent 
mentioned bonds. nati 

It said a committee consisting of W. D. Vanderpool, J. § the 
Hamilton Cheston, C. M. Finke, Herbert Holland, and Willard tati 
P. Scott, which had designated itself as a “Division Bond § stg 
holders Committee” had been reported as having been formed § the 
in 1937, prior to the bankruptcy proceedings. The petition B the 
said the committee were informed and believed that this 1937 
committee had not been functioning, adding that they had re\ 
made no application to the Commission and had not inter. 
vened in the bankruptcy proceedings. im 

m 
WISCONSIN CENTRAL RECEIVERSHIP di 

Fred P. Hayward, G. Carl Kuelthau, and Jesse M. Watkins, pa 
Jr., as the protective committee for the holders of Wisconsin BI 
Central Superior and Duluth division terminal first mortgage 
4 per cent 30-year gold bonds, have asked the Commission to gt 
approve an extension of the committee’s deposit agreement to as 
Dec. 19, 1946. The petition was filed in Finance No. 1312, al 
Wisconsin Central Railway Co. Receivership. 

The petition said a plan for reorganization of the company s 
had been presented and filed in the federal district court at e 
Minneapolis. The committee said it believed that holders of t 
divisional bonds wre entitled to more favorable treatment than f 
was accorded them in the plan, and that they desired to dissent \ 
thereto and to appear in the receivership action. The commit- \ 
tee also had under consideration the presentation and filing of 


mittee for holders of Wisconsin Central first general mortgage 


50-year four per cent gold bonds (see Traffic World, Nov. 27, 
p. 1329). 


MONON REORGANIZATION 


The argument advanced by Chase National Bank, Railroad 
Credit Corporation, and the first and general mortgage boné- 
holders committee, in a petition asking the Commission to 
certain changes in its-allocation of securities, based on the fact 
that $237,232 of depreciation had been set aside out of earnings, 
in respect to 45 units of equipment, was simply an effort to 
“wring out an excessive allotment of new senior securities,” said 
the refunding mortgage committee in its reply to the petition 
of those interests in Finance No. 10294, Chicago, Indianaolis 
& Louisville Railroad Co. Reorganization (see Traffic World, 
Nov. 27, p. 1320). 

The arguments advanced by the petitioners, said the re 
funding mortgage committee, ignored the fact that the problem 
of fair allotment of a drastically reduced amount of new senior 
securities among several present first liens was not simply a 
matter of determining resale or“salvage value, or depreciated 
book value, of whatever date. 

The committee asked that the petition be denied, but that, 
if the modification in the plan was granted, that it specifically 
provide either for actual distribution to holders of refunding 
mortgage bonds of the cash now held under the mortgage by 
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trustee, or for allotment to said holders of additional new to what these carriers would spend for maintenance of their 


- mortgage bonds in respect of such cash. equipment if they had “the time, the manpower, the material 


—_—— and parts with which to do it.” — 
ROCK ISLAND REORGANIZATION . Mr. pcb suo a = 1942, cee I oi 
e first and refunding group in the Rock Island reorgani- bout a billion dollars in federal taxes and about $1,200,000, 

aor case has asked the Commission to deny the petition of in taxes of all sorts, and that in 1943 they were paying more 
rotective committee for Rock Island 7 per cent and 6 per than a billion dollars in federal taxes for the first nine months. 
pat preferred stock, asking for reconsideration of the Commis- The proposed lowering of the credit rate to 4 per cent from 
‘n’s order of Oct. 4, which denied the committee’s petition 5 per cent as to corporations having invested capital exceeding 
rect the proceedings before the Commission on the reference $200,000,000 and using the invested capital basis of calculation 
a by the court be “de novo” and for an opportunity to intro- of taxes, said Mr. Fletcher, seemed “wholly illogical and un- 
ba vidence, in Finance No. 10028, Chicago, Rock Island & justified,” .because, he added, the average interest rate on rail- 
Cie ific Railway Co. Reorganization (see Traffic World, Nov. 27, road loans was 4% per cent. The “obviously unfair” result, he 


1329 said, was that a railroad was taxed on a part of its interest. 
3 Besides objecting to what it said was a late filing of the He added: 
tition, the first and refunding group said that the time for the The railroads of this country made some money in 1942; they will 


preferred stock committee to have offered evidence was at the make a good deal-less in 1943, due to a reduction in freight rates by 
hearing held on Sept. 1. At that hearing, the first and refund- the Interstate Commerce Commission and a large increase in taxes, 
ing group's answer said, counsel for the preferred stock com- W28es and the price of materials. In 1942, the railroads, after paying 


E “3s : . all expenses, taxes, interest and rentals, had about nine hundred mil- 
mittee had said it had no evidence to offer at that time. lion dollars left in their treasuries. Of this amount, they disbursed 


The first and refunding group also said that the matters only about two hundred million dollars in dividends. The other seven 
presented in the petition were already in the record and that, hundred million they used for debt reduction and to maintain reserves 
moreover, the arguments in the “present petition” were without for meeting the expense of deferred maintenance and to absorb, in 
merit. They did not differ, it said, from those made in the briefs _ part, the cost of the rehabilitation which will be necessary in the post- 
filed by the debtor in the district court in the spring of 1942 war era. They reduced their interest-bearing debt in 1942 by 325 mil- 


= eit : lion dollars. They are seeking to continue that process, and at the 
and before the Commission in September, 1943. same time accumulate enough to repair and improve their property, 


badly worn and debilitated by constant use, coupled with a shortage 
of men and materials necessary for repairs. 


Taxes and Transportation 


H. R. 3687, the 1943 revenue bill passed by the House and 
sent to the Senate, by section 307 thereof, provides for termi- 


He charged that the excess profits tax plan penalized reg- 
ulated corporaitons with low earnings in the test period—1936 
, : ; : - : to 1939, inclusive—and with a large investment consisting of 
nation of certain governmental excise tax exemptions, including a large amount of borrowed capital, “moving now a huge vol- 
the exemption from the tax on amounts paid for the transpor- me of traffic at rates which are the lowest in the world and 
tation of property “to or from the government of the United jower now than they have been in 20 years... .” He said that 
States.” If the bill is finally approved as to these provisions, any tax rate as high as 95 per cent was the foe of thrift and 
the United States will pay the taxes on amounts paid by it for economy and put a premium on extravagance and waste. 
the transportation of property. : ’ Mr. Fletcher observed that under existing law, a railroad 
The bill proposes to amend section 3475 (b) of the internal could not deduct as losses resulting from sales or exchanges 
revenue code to read as follows: ; of capital assets, in computing its federal taxes, the losses re- 
__“(b) Exemption of government transportation.—The tax  gyjting from the wiping out of the capital stock through aban- 
imposed under this section shall not apply to (1) the amounts gonment of the line of a subsidiary company when the latter 
paid for the transportation of property to or from the govern- hag title to the property. He explained that if a railroad aban- 
ment of a state, territory of the United States, or political sub- @qoned a line the title to which was in the taxpayer, the loss 
division thereof, or the District of Columbia, or (2) amounts might be deducted. The result of the situation in which a rail- 
paid to the Post Office Department for the transportation of yoaq could not deduct from taxable assets the loss incurred 
property. ; when the effect of abandonment of the line of its subsidiary 
The effect of the foregoing amendment would remove the company was to render the stock of the subsidiary valueless, 
government of the United States from the exemption, except he said, was “to ignore the substance and give controlling effect 
as to parcel post shipments, but provide exemption for state to the form.” He discussed railroad consolidation activities 
and local governments as specified. “in the decade of the 20’s” and the acquisition by a number of 
H. R. 3338, signed by President Roosevelt Nov. 4, amended railroads of securities of other railroads. The effect of the law 
section 3475 (b) of the internal revenue code to remove the as it now stood, he said, was to prohibit the taking of losses 
exemption of shipments via the government barge line from where these securities were sold or exchanged, although losses 
the transportation tax, but provided for exemption as to the would be permitted if the sale or exchange was of actual phys- 
federal, state and local governments otherwise (see Traffic ical property owned directly by the taxpayer. He obtained 
World, Nov. 12, p. 1234). The pending revenue bill, if approved, permission to place in the record of the hearing the text of a 
would change the provisions of H. R. 3338 to remove the folder issued by the A. A. R., entitled “The Substance and Not 
exemption of the federal government except as to the Post the Form,” setting forth reasons why railroad investments in 
Office Department. As to that department the bill increases the securities of other roads should be treated, for tax pur- 
rates on parcel post shipments to include the equivalent of the poses, as investments in “property used in trade or business” 
3 per cent transportation tax. The pending revenue bill also and not as “outside” investments (see Traffic World, Sept. 18, 
would remove the exemption on amounts paid for travel of p. 674). ; 
federal government employes (see Traffic World, Nov. 27, p. On the question of providing tax relief for the setting up 
1334). State and local governments, however, would continue of deferred maintenance accounts, Mr. Fletcher said that ac- 
to be exempted as to the transportation of persons as well as cumulated deferred maintenance on roadway property alone 
to the transportation of property. exceeded $200,000,000 annually, “in our best judgment.” He 
. 4 said the Commission permitted the setting up of reserves for 
Senate Committee Hearing deferred maintenance, but that these amounts were not recog- 
_ Pleas for tax relief for railroads and regulated motor car- nized by the Bureau of Internal Revenue in calculating the 
riers were presented before the Senate finance committee, Nov. railroads’ tax bill. 
30, in hearings on the new revenue bill, H. R. 3687. “Our preposition here is that the amounts authorized by 
_ R. V. Fletcher, vice president of the Association of Amer- the Interstate Commerce Commission should be declared by 
ican Railroads, proposed several amendments to meet objec- law to be items deductible from income,” he said, ‘since these 
tions of the railroad industry to provisions of the considered amounts should have been spent and would have been spent if 
bill. One of the amendments he submitted called for a provi- materials and labor had been available.” 
Sion that would permit railroads to set up deferred main- He observed that, last January, the Commission established 
tenance reserves, deductible from income subject to federal a mandatory system of depreciation accounting for railroads, 
taxes, and to invest such reserves in government securities. applying to roadway accounts as well as to equipment, but that 
Roland Rice, general counsel of the American Trucking the Bureau of Internal Revenue permitted the railroads to 
Associations, Inc., testified in opposition to increase of the deduct depreciation on their roadway accounts only on condi- 
excess profits tax to 95 per cent.from 90 per cent as proposed tion that they would agree to set up in their accounts a large 
in the pending bill, asked for a provision to remedy a situation amount of “theoretical accrued depreciation, amounting to 30 
in which, he said, motor contract carrier shipments were sub- per cent of the invested capital.” The railroads were informed, 
ject to the 3 per cent tax on amounts paid for the transporta- also, he said, that they would be required to consent to have 
tion of property while private carrier shipments or those moved this 30 per cent deducted from the amount of their invested 
in vehicles leased by a shipper were not, and urged that the capital when excess profits calculations came to be made. He 
motor carriers have exempted from tax an amount equivalent termed such action by the bureau arbitrary and said its effect 
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was to say to the railroads, “You must admit finally that your 
property has been depreciated 30 per cent, although you have 
never been allowed in the past to deduct that depreciation from 
taxable income.” 


Mr. Fletcher pointed to controversies as to whether cer: 
tain kinds of shipments constituted “military and naval’’ traffic 
subject to land grant rates, and added that the transportation 
act of 1940 provided that bills rendered by a railroad company 
against the government should be paid before audit, as ren- 
dered, subject to review later by the General Accounting Office 
and the interested departments. 


“The earnings of the railroads are based upon the amounts 
actually collected from the government,” he said. ‘Taxes are 
paid by the railroads on this basis. It may well happen four, 
five or six years from now, when these bills are made the sub- 
ject of a further and more careful audit, that the railroads 
will be required to refund to the government large sums of 
money. These sums may run into the hundreds of millions. 


“Of course, the amounts so refunded could be deducted 
from the taxable income of the railroad in the year when the 
refund is made. It may well happen, however, that certain 
railroads will then have little or no taxable income from which 
the deductions may be made. Simple justice, therefore, requires 
that if the railroads in the future are called upon to refund 
these sums of money to the government, the tax bill thereon 
should be restated in the light of the amounts refunded and 
if it is found that the railroads have made overpayments of 
taxes, the government should refund the amounts so overpaid. 
Simple justice requires that there be written into the law a 
provision of this character.” 


With reference to the 3 per cent tax on freight transporta- 
tion, Mr. Fletcher said there should be excluded taxes on serv- 
ices incidental to transportation, such as charges for demurrage 
and for loading and unloading freight. He noted that the load- 
ing and unloading of iron ore at Lake Erie ports was sometimes 
performed by the railroads, sometimes by independent con- 
tractors; that the tax did not apply with respect to the services 
of the latter, and that the effect of this situation was conges- 
tion of traffic at the ports where the tax did not apply. He 
asked for an amendment to exclude such services from the 
scope of the tax. 


He recommended repeal of the capital stock tax and the 
excess profits tax and urged the committee to consider removal 
of the 2 per cent penalty for making consolidated returns. 

Mr. Fletcher submitted, for inclusion in the hearing record, 
a memorandum prepared by a committee for reorganization 
railroads, headed by Frank C. Nicodemus, Jr., asking amend- 
ment of the tax bill so as to permit railroads in reorganization 


or receivership proceedings to deduct from corporate gross in-. 


come a sum equal to the interest on indebtedness replaced by 
stock issued in reorganization to the extent that dividends were 
paid on such stock in the taxable year, such deduction to be 
allowed in the case of the normal and surtax, but not to be 
applicable to the excess profits tax. The committee quoted from 
an American Bar Association committee report a statement 
that interest on creditor obligations might be deducted in de- 
termining the net income of a corporation that was subject to 
tax, that dividends on preferred and common stock might not 
be so deducted, and that the result was that when, through 
reorganization, creditor obligations were converted into stock 


equities, the amount of income subject to tax was greatly in- 
creased. 


Trucking Industry Statement 


Mr. Rice said he did not appear to complain about taxes 
“but to point out just a few problems to which we hope the 
committee will give careful consideration.” 


“As a matter of fact, many of our members are in such 
straitened financial position that they will earn but little and 
have but little tax to pay,” said he. ‘‘As to those which are in 
position to produce earnings, we respectfully request that the 
House proposal to increase the excess profits tax from 90 to 95 
per cent be rejected. There is little enough left for future needs 
when 90 per cent is taken.” 

Mr. Rice said the trucking industry employed more per- 
sonnel than any other form of transportation, the total em- 
ployment being estimated at something over three and one-half 
million. He said the burden of taxes on highway carriers was 
enormous and that in 1942 the total special taxes such as regis- 
tration fees, gasoline tax and excise taxes were over $539,- 
000,000 well on toward $1,500,000 a day. This figure, said he, 
did not include personal property taxes, income taxes and real 
property taxes on terminals, shops, etc. He therefore urged, 
said he, that the committee give favorable consideration to the 
suggestion that the present social security taxes be not in- 
creased as originally contemplated. He said the trucking indus- 
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try was making an enormous contribution to the war 


“Kio e i 
spite of the greatest handicaps. Continuing, fort 


he said, in Ja 


And yet with all these handicaps, the trucking industry is Perfo 
ing an unbelievably great service. It is the opinion of many authori 
that the great development of the motor vehicle is largely responsibj 
for our success in avoiding a transportation breakdown in the pp : 
war with an all-time high in freight and passengers transporte Mi 
Joseph B. Eastman, director of the Office of Defense Transportation 
has stated publicly on many occasions that the contribution of the mo. 
tor vehicle to our war program is outstanding and that without th 
highway carrier the rails could not possibly carry the load. Today the 
load of many of our carriers consists of 75 per cent of war goods ani 
some carriers have devoted 100 per cent of their facilities to the 20. 
ernment, these war loads moving swiftly over short distances and Jon 
and frequently at the urgent request of army and navy personne for 
service to and from camps, installation, war factories, and ports 4 
embarkation. It is our hope that we can continue this service in wa, 
and that we shall be provided an opportunity to resume a normal m; 
when peace returns, and make an even better record than in the pag 





The tax of 3 per cent on amounts paid for transportatig, 
of property, said he, had made it difficult for the contract ¢gp. 
rier to retain his business in the face of private carrier cop. 
petition because that tax did not apply to transportation of 
property by the private carrier. That 3 per cent, he continueq 
might very well spell the difference between having the good 
moved by a contract carrier and having the private carrier 
perform his own service. 

“In other words,” said he, “the 3 per cent may mean the 
difference between staying in business and being put out of 
business, and it has been the cause of very grave concern t 
our contract carriers.” 

Mr. Rice also appealed for legislation removing from taxa. 
tion income set aside for maintenance work that could not be 
done now on account of the war. He made the point that the 
industry was now taking in money from operation of equipment 
that was wearing out and that this money did not represent a 
profit but an expense “‘and some day it ought to be applied 
to restore the nation’s transportation plant to real operating 
efficiency.” 

Pointing out that automobile transporters were using their 
special-type equipment for war work and that there would bea 
reconversion problem there at the end of the war, Mr. Rice 
asked for consideration of that problem in the drafting of any 
legislation dealing with reconversion. 


Canned Goods Service Order 


Robert B. Hoffman, manager, refrigerator car section, car 
service division, Association of American Railroads, 59 E. 
Van Buren St:, Chicago, Ill., was appointed agent of the Com- 
mission with authority to issue general or special permits under 
service order No. 165, effective Dec. 1, which placed the move- 
ment of canned or preserved foodstuffs, not cold-pack, in refrig- 
erator cars between certain southern and southwestern states, 
under a permit system (see Traffic World, Nov. 27). The 
order said the movement of canned or preserved foodstuffs 
and related articles in refrigerator cars diminished the use of 
such cars for the movement of more perishable freight. 

The order excepted shipments of canned or preserved food- 
stuffs, not cold-pack, in refrigerator cars under service order 
No. 104, which authorized rail carriers to furnish and trans- 
port not more than three refrigerator cars in lieu of each box 
car ordered for westbound movements. The instant order does 
require permits for shipments of such foodstuffs in giant refrig- 
erator cars under service order No. 93, which authorized the 
furnishing of such cars at the freight rates applicable on the 
commodities offered for shipment, when loaded in standard 
refrigerator cars. ; 

Each of the railroads affected by the order are required 
to publish, file and post a supplement to each of its tariffs 
affected by the order, announcing suspension of any of the 
provisions of those tariffs. 

The pertinent portion of the order follows: 


Section 95.324 Use of refrigerator cars for canned goods. (a) No 
common carrier by railroad subject to the interstate commerce act shall 
transport in a refrigerator car or cars canned or preserved foodstuffs 
(not cold pack) and other articles, as described under that caption in 
the Consolidated Freight Classification No. 14, to, from, or between 
points in the states of Alabama, Arizona, Arkansas, California, Florida, 
Georgia, Kentucky, Louisiana, Mississippi, New Mexico, North Carolina, 
Oklahoma, South Carolina, Tennesseee, Texas, Virginia and West Vir- 
ginia and the District of Columbia unless such shipments originate at, 
move through, or are destined to points in states north of those named 
herein, without a permit issued by the agent of the Interstate Com- 
merce Commission named in paragraph (b). The operation of all tariffs 
providing for the use of refrigerator cars for the transportation of 
canned or preserved foodstuffs (not cold pack) and other articles 
prohibited by this order is hereby suspended. Provided, that this order 
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var effort j shall not prohibit the shipment of canned or preserved foodstuffs (not within the plant at no additional charge is contrary to the prin- 
eold pack) and othe® ——* gee ey order, re Hig ged ciple of equality of treatment, which is the outstanding ob- 
cars, authorized Under ery ee ree og tes amended, Dut shall jective of the interstate commerce act, and would be seriously 

















































5 by permit, the shipment of canned or preserved food- . Py 
ny po eet Sie perks and other articles described above a giant refrig- Weakened by enactment of this amendment. 
ly Tesponsipj erator cars as provided in Service Order No. 93, or any amendment Mr. Splawn said that the proposed amendment apparently 
the presen, thereof, in the territory above described. would have the effect of requiring a railroad to extend the 
sported, “ a application of its line-haul rates from and to all loading and 
“aNsPortation - unloading points within an industrial area in which its own 
eo mo. Spotting Charge Bill Report station was embraced, including points on the terminals of 
Out the cate 5 ate : connecting lines. 
vat ue fe The legislative committee of the Commission has advised “Presumably the bill, if passed, would necessitate full 
s to the ani Chairman Wheeler, of the Senate interstate commerce com- absorption by the line-haul carriers of all switching charges 
ces and "mittee, that it opposes enactment of S. 1492, the bill to amend on connecting lines,” he continued. “The line-haul railroads 
Personne] i. section 6 (1) of the interstate commerce act so as to require, in now generally absorb all or part of such switching charges on 
and ports ff effect, inclusion of car spotting charges in line-haul station-to- competitive traffic and sometimes those on other traffic. If it 
Tvice in wa station rates of railroads. The bill was introduced by Senator js made mandatory for a line-haul railroad to absorb switching 
in tal tf Brooks, of Illinois (see Traffic World, Nov. 6, p. 1148). A like charges without exception, the amount of the absorption might 
© past, B pill, H. R. 3554, had been introduced earlier in the House by equal or exceed the revenue from the line-haul rate, if the 
Nsportatig, F Representative Howell, of Illinois (see Traffic World, Oct. 30, distance of movement were short.” 
mtract cap, § P- 1075). ‘ Commissioner Splawn said that Commissioner Mahaffie, 
Trier com, The substance of S. 1492 and H. R. 3554 was approved in ag member of the Commission’s legislative committee, did not 
ortation gf resolution ratified by the National Industrial Traffic League agree with “much that is said” in the letter, for reasons stated 
continued § 2t its annual meeting in Chicago, Nov. 18 (see Traffic World, in his separate expressions in Commission decisions on ter- 
the goog, § Nov. 20, P. 1279). ae minal allowances, including A. E. Staley Manufacturing Co. 
ate car In a letter to Senator Wheeler, Commissioner Splawn, Terminal Allowances, 245 I. C. C. 383. Commissioner Rogers 
carrie # chairman of the Commission’s legislative committee, said that js the other member of the legislative committee. 
mean the | the sentence of section 6 (1) proposed to be amended dealt only “We recommend that S. 1492 do not pass,” Commissioner 
out out of B With the form of tariff schedules, while the exception proposed S§plawn concluded. 
concern ty would define the transportation service the carrier would have 
to perform under the rates shown in the a , 
“Consequently,” he said, “the proposed amendment is not 
pees: apposite to the purpose of the section of the act to which it Conn vena Transp ort Policy 
it that th would be added.” _ Declaring that present national policy towards transporta- 
equi e The object of S. 1492 appeared to be a broadening of the tion will lead inevitably to financial collapse of the industry in 
Pk obligation of the rail carrier—an obligation that did not now’ the postwar period, Donald D. Conn, executive vice-president, 
4 - 4§ include placement of a car at point of loading or unloading— Transportation Association of America, told the winter confer- 
o Pplied so as to require unlimited placement, Mr. Splawn said. He ence of the New England Association of Commercial Executives, 
erating observed that freight rates usually were made to or from at Worcester, Mass., December 4, that no major legislation 
sing thes points in a unified area, often referred to as a “switching dis- dealing with any one form of transportation should be enacted 
all hee trict” or “switching limits.” He said the practice had come by Congress until it has conducted a comprehensive over-all 
Mr Rice to be uniform that in delivering a carload shipment on a team study of the entire industry. _ , Ss 
ng of an track the carrier would spot the car at a point where mer- | If present national policy is continued,” said Mr. Conn, 
Y § chandise of the class contained in the car was usually or most “there can be but one consequence—government ownership. 
conveniently unloaded, and as examples of that practice he If this catastrophe should befall the country, it would pass over 
noted that there were particular tracks for unloading of fruits to bureaucracy control nearly 20 per cent of the invested 
and vegetables, furniture, etc., where cars were spotted. He Capital of America. It would be a major step toward the regi- 
said that “simple situations” such as those involving team entation of all other basic industry and agriculture and in 
stion, car | tacks and shippers’ sidings adjacent to railroad property pre- the destruction of the enterprise system.” ; 
;, 59 E sented no serious question as to the amount of the service a Congress was attempting to deal with this problem, he said. 
the Com. § attier must perform under its line-haul rate. pote ogy ba Prue gar a coud’ ee ne 
; P : ‘ : ion e y - 
- = ST cag fase earstg fra oF canna — ment with government subsidy in one case and denying it in 
J as : i > others. 
in refrig- cos om eye ys rage Mame Rae aie oo “If private ownership is to be preserved in this industry, 
n states, ee s 80 Sala nat in ue Pp Rage: q future policy must be determined solely from two points of 
‘). The igor the oe f the pow ug sau Gout Gee daee. view, namely: (1) what is best for the interests of the shippers 
oodstuffs og ater, ak 4 ese large in “i He added ot and consumers, who ‘pay the freight’; and (2) how the credit 
e use of ie an ve wi er own ae en Angee ll i ractice of POSition of the industry may be developed so as to assure a 
ayin ieneaiak th cock eben for the Ss the service Saar RCHEER 20 -Che GEER EEE, . See He. 
- = aT gieterened by the industries themselves Such maa “The solution of the domestic transportation problem is 
re™ mers said Mr. lett, gave rise to much litigation before the Com- rendered doubly difficult by the vast expansion of the industry 
‘ach box mission. Some railroads refused to extend the payment of ‘© meet a war emergency. We must, therefore, not be hasty 
int allowances to industries other than steel plants. He recallea ™ over-estimating the potentialities or the usefulness of any 
cr Gos i Pp : form or forms of transportation for a peace-time economy. 










t refrig- that the Commission began its inquiry into the terminal allow- + ‘ as : 
ized the ance situation about 12 years ago, and he summarized its find- 14; ek ae ae Be ee seen For aon Cid aces daeenede 
on the Ings in its report in Propriety of Operating Practices—Ter- . - f rt facilities: (2) iy th 

tandard minal Allowances, 209 I. C. C. 11, including a finding to the ownership of all forms of transport facilities; apply the 
| ’ i a ee principle of competition between transportation systems rather 





effect that such payments depleted revenues of the carriers than eter : 5 aie 
- ee - een modes of transport; and (3) distribute the bene- 
and were not in the public interest. He cited from the U. S. fits from government expenditures on the public domain over 





equired 

















- tariffs Supreme Court decision in United States vs. American Sheet : oe 

of the | & Tin Plate Co., 301 U. S. 402, the court’s statement that “the cists of deomaneix eoaaeaiae eee ee oe 
ype easton properly held that each case must be decided on cuccessfully worked out in Canada; and as is also permitted 
the circumstances disclosed.” _ : a among private carriers in this country. 

(a) No “In the place of these principles,” continued Commissioner “For example, our large petroleum companies are highly 
act shall Splawn, “the amendment proposed in S. 1492 would impose a competitive, one with the other, and yet through common 
vodstufts legal obligation on the line-haul railroad to spot cars at any ownership each of these corporations owns tank cars on the 
ption in and all loading and unloading points on the property of large rails, tankers on the ocean, trucks on the highways, and pipe- 
between industries, performing service greatly in excess of that required lines, using each facility where it is most convenient, most 
mew in making simple placement on an ordinary siding or team _ efficient and least costly for the distribution of their products. 
pa track for other shippers in the same locality. This obligation “The American public is now paying, through rates and 
nate i would exist even though the railroad is prevented at its operat- subsidy, a transportation bill to sustain hundreds of unrelated 
named ing convenience from performing an uninterrupted service from competitive private companies, with all of the wastes and dup- 
e Com- or to actual points of loading because of some act or disability licated services involved in such a system. : j 
1 tariffs of the industry. The way would be opened for the restora- “The New England railroads have made great strides in 
tion of tion of allowances to industries which formerly were so ob- bringing about coordinated use of transportation facilities 
a jectionable. A concession by a railroad to an industry in the through common ownership, joint services, etc. We would apply 





form of an allowance or actual performance of extra service this same philosophy of treatment to the entire country.” 
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A. A. R. Annual Meeting 


The railroads’ prospects for obtaining much-needed new 
equipment had become much-brighter within the past few days, 
according to statements made at the annual membership meet- 
ing of the Association of American Railroads at the Drake Hotel, 
Chicago, December 2, by J. J. Pelley, president of the associa- 
tion. Word had come from the War Production Board, he said, 
that there was considerable easing in the situation on critical 
materials and the suggestion was that the individual railroads 
make new studies of their needs and place orders immediately. 
He pointed out that, even with the immediate placing of such 
orders, manufacturing capacities were such that deliveries be- 
yond the equipment already on order would probably not begin 
uutil the end of next year. He made it plain, in answer to ques- 
tions, that the newer and brighter prospects included light- 
weight, modern passenger equipment, all-steel freight cars and 
locomotives. 

He said he saw no reason for revising earlier estimates for 
a four to six percent increase, on the basis of ton-miles, in the 
1944 rail traffic over 1943. As to passenger traffic, he reminded 
his questioners that he had estimated the 1943 traffic at “10 
percent or more” over 1942. It had, in fact, been 60 percent, he 
said, so that only the “more” in his estimate had saved him. 
At the moment, he said, the only thing he would say about 1944 
passenger traffic was that existing railroad passenger equipment 
eo carry a maximum of 15 percent more than the 1943 
traffic. 

The most pressing railroad problem remained that of man- 
power, he'said, and there had been no improvement in recent 
months. The situation was particularly critical in the eleven 
far western states, he said. 

He said he was confident that the railroads, with the help 
of the shippers, would attain the needed increase in car efficiency 
to get through the difficult winter period. He did not look for 
the attainment of the 10 percent efficiency increase goal set by 
the Office of Defense Transportation, he said, but he felt sure 
that the improvement would be well above the three percent 
estimated necessary to carry the predicted added load. 


1944 Advertising Budget 


Th meeting adopted a 1944 advertising budget of $1,250,000, 
slightly higher than the 1943 budget of $1,168,100. It was ex- 
plained that the increase was taken up almost entirely by in- 
creases in advertising costs. Of the total, about $900,000 was 
allocated to advertising and $350,000 to other public relations 
activities. 

The 1944 advertising plans call for more use of color in 
A. A. R. advertising. They do not include radio programs, a 
series of which were broadcast earlier this year. 


Car Service Report 


In a report prepared for the meeting, the association’s car 
service division, said that a number of new records in the ef- 
ficient use of equipment had been set by the railroads so far in 
1943. It enumerated some of those records as follows: 


1. In the first eight months of 1943 carloadings were below the 
same period last year, the aggregate reduction being 778,000 cars or 2.7 
per cent. Yet ton-miles in the same period increased 73 billion, or 18 
per cent. 

2. Miles per car day averaged 51 in the first nine months of 1943, 
the highest number of miles on record. 


3. The percentage of empty mileage in the first eight months of 
1943 was down to 36.4 versus 37.4 last year and 37.3 in the last half 
of 1942. 


4. For the first six months of 1943 the average haul per ton of 
freight was 502 miles against 444 last year. 

5. For the first six months of 1943 the average tons per car of car- 
load freight was 40.90 compared with 39.20 last year. 

6. The average turn-around time of serviceable cars, while higher 
in the first six months due to longer hauls, has decreased from 13.7 
days in July to 13.2 days in Octobef. These averages are below those 
for the same periods last year except for October, 1942, when it was 
13.1. There are some indications that the average haul is decreasing, 
which will -make possible more frequent loading of available cars. 


Indications were, the report said, that the present volume 
of rail traffic movement would not be “greatly exceeded during 
the remainder of the war.’’ Construction work in military bases 
and in new industrial plants had produced a large volume of 
traffic, it said, and “as these programs are completed, the rail- 
road volume may tend to level off.” Credit for the past fine 
performance, it said, went to shippers, railroad officers and 
employes, to the Army and Navy and to various other govern- 
mental departments and agencies which have “cooperated mag- 
nificently in making this performance possible,” and the future 
cooperation and helpfulness of which was assured. 

It discussed the difficult and successful 1943 grain movement 
which it said, had been “the reverse of that in 1942, when the 
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particular problem confronting the farmer and the grain 
was to find space to store the new crop.” This year, it con. 
tinued, ‘“‘storage space at all principal terminal markets Was sub. 
stantially greater and consequently the carriers we 

















































re 
with a heavy volume movement from country stations ou would | 
minal markets with the advent of the new harvest. Because oe the. stré 
the unprecedented requirements for high-grade cars to Protect article. 
loading of war freight and lend-lease supplies, the railroads 4; carloa¢ 
year were unable to assemble a large reserve supply of box article 
suitable for grain loading, as has been possible in previous ye ing the 
A number of elevators in the southwest and northwest have for ot 
been closed temporarily because of delay in receiving cars, with in the : 
some grain being placed on the ground at a few points, The ; 
situation this year has been much improved over 1942 when it plicab! 
was necessary to place approximately 20,000,000 bushels of ney applic 
wheat on the ground on farms at country stations because of at the 
lack of adequate storage facilities in country and terminal ge. sought 
vators. The railroads have handled successfully this heavy jp. § in We 
creased volume of box-car traffic with fewer serviceable Cars applic 
than were available during the previous year. During the twelye that 1 
months ended September 1, 1943, only 3134 new box cars were apple 
installed, compared with 52,424 during the prior twelve-months modi 
period.” the se 
The railroads’ intensive repair program continued, said the State 
report, with the result that, on November 1, 1943, the percentage repre 
of bad order cars was 2.4 percent, “the lowest on record.” did n 
It estimated that the live-stock movement, in the fall and desir 
coming winter, would be from 20 to 25 percent heavier than in de 
the same months last year. fen 
There had been, it continued, “a heavy strain” on all types fied 
of open-top cars, especially gondolas, “due to the continued of ra 
heavy movement of iron ore, iron and steel, sand, stone, gravel, Poe’ 
finished war armament and military impedimenta, together with st 
longer hauls of much of this traffic and the necessity for supply. ows 
ing cars to protect traffic which heretofore has moved via all. oe 
water routes or rail-water service.” - 
The peak of the rail movement of petroleum to the easter adi 
seaboard was reached last July, it said, with an average daily th 
movement of more than 1,000,000 barrels. This was 75 percent § “A 
of the total movement to the east coast, it said, adding that peo 
since then the rail movement had decreased to a point where P : 
it was now only about 60 percent of the total. There was a ne 
shortage of oil transportation facilities a year ago, it said, but nen 
there was “a surplus of such facilities at the present time com- alre 
pared with current production.” con 
There was no congestion of export freight at the ports in red 
the past year, the report said. As a result, it added, there were gait 
“no major problems connected with the handling of such traffic.” be 
The volume of freight handled at north Atlantic ports in the tio 
first nine months of this year, it said, was approximately 100 shi 
percent greater than that moved in the same months of 1918 
the peak year of the first world war movement. Only about 12 tia 
percent of the export movement through the ports was com- L 
mercial traffic, it said, the balance being Army, Navy and lend- de 
lease freight. th 
Election of Officers sh 
The association reelected its board of directors with three ou 
exceptions, all from the eastern region. The new directors are th 
C. E. Newton, president, Chesapeake and Ohio; H. S. Palmer, a 
trustee, New York, New Haven and Hartford, and R. E. Wood- pl 
ruff, president, Erie Railroad. They replace G. D. Brooke, former 
president of the Chesapeake and Ohio, now chairman of the b 
board of the Virginian Railway; E. S. French, president and te 
chairman of the executive committee, Boston and Maine and tl 
Maine Central, and E. W. Scheer, president, Reading Company. N 
Following the membership meeting the board met briefly ti 
and reelected all of the association’s present officers. t 
Mixed Carload Rule 
Hearing before Examiner Claude A. Rice continued at 
Chicago this week in No. 28989, Illinois Territory Industrial 


Traffic League vs. Union Pacific et al., involving an allegation 
that Rule 10 of the Consolidated Freight Classification and sim 
lar rules embodied in transcontinental tariffs are unreasonable 
in violation of section 1 of the act. The hearing began November 
22. It is expected to end December 4 (see Traffic World, Nov. 
27, p. 1321). 

The rules under attack provide that the applicable rate on 
mixed carload shipments shall be the straight carload rate on 
the highest classed or rated article in the carload, and the ap- 
plicable minimum weight shall be the highest straight carload 
minimum for any of the articles. Representatives of a number of 
shippers and shippers organizations, for the most part located in 
Official and Southern territories, testified in support of the com- 
plaint, saying that Rule 10 provisions penalized commodities 


a re ee ee See, eee, oe 


7aS COm- 
nd lend. 


th three 
‘tors are 
Palmer, 
1. Wood- 
>, former 
1 of the 
lent and 
line and 
ompany. 
t briefly 


nued at 
dustrial 
legation 
nd simi- 
sonable 
yvember 
\d, Nov. 


rate on 
rate on 
the ap- 
carload 
mber of 
cated in 
1e Com- 
nodities 


December 4, 1948 


moving in mixed carloads containing other commodities having 
higher straight carload rates. They supported a proposed re- 
14 ° ° 
vision of the rule, as suggested by A. H. Schwietert, president 
of the Illinois league, under which charges on mixed carloads 
would be “at the actual or authorized estimated weight and at 
the straight carload class or commodity rate applicable to each 
article.” The suggested rule also would provide that the mixed 
carload minimum weight would be the highest provided for any 
article in the mixture, as at present, with a modification provid- 
ing that any deficit in the minimum weight would be charged 
for at the lowest carload rating or rate applicable to any article 
in the mixture. 

The witnesses explained that Rule 10 was at present ap- 

‘eable only in the west, generally, because exceptions tariffs 
plicab uy f ; 
applicable in the east and south provided that the carriers charge 
at the straight carload rate on each article in the mixture. They 
sought to show that 126 exceptions to the rule were applicable 
in western classification territory, of which 89 provided for 
application of straight carload rates on mixed carload articles; 
that the western lines’ exceptions varied considerably as to 
application of rate and weight bases, and that the proposed 
modification would best meet a present need for uniformity in 
the several territories. H. A. Hollopeter, traffic director, Indiana 
State Chamber of Commerce, said many of the shippers he 
represented were engaged in war production and consequently 
did not ship as many mixed carloads as in past years, but were 
desirous of extending their use of mixed carload rates. 

Witnesses for the western and southwestern railroad de- 
fendants and for shippers intervening for the defendants testi- 
fied this week. H. C. Hallmark, freight traffic manager in charge 
of rates and divisions for the Southern Pacific, San Francisco, 
was the principal witness for the defense. He said it was dif- 
ficult to show accurately the effect the proposal, if made ef- 
fective, would have on the revenues of the railroads. If the 
proposal had been in effect in 1939, he said, the railroads would 
have received $1,720,000 less in revenues than they actually 
received for trans-continental movements of Rule 10 cars. In 
addition, he said, there would have been a great reduction in 
the number of less-carload shipments on which relatively high 
rates applied. He said that, if the rule became effective, ap- 
proximately half of present less-carload shipments would move 
in mixed carloads at an average loss of $25 a ton in the rail- 
roads’ revenues, or a total of $1,000,000 yearly. Trans-conti- 
nental rail rates on straight and mixed carload shipments were 
already subnormal, having been reduced to meet ship and truck 
competition, said he, adding that the present revenues were also 
reduced for government traffic moving on land-grant rates. He 
said that the effect of the proposed modification would not only 
be to reduce railroad revenues but also to encourage concentra- 
tion of industries at large cities. The proposal “favors large 
shippers at large cities,” he said. 

Other railroad witnesses testified in an attempt to substan- 
tiate the statements by Mr. Hallmark. Transcontinental, W. T. 
L. and southwestern railroad officials introduced exhibits to 
show what the effect of the proposal would be on traffic moving 
through various gateways, to various large and small cities; to 
show that the length of time required by employes in making 
out waybills would increase on the average from a little more 
than two hours to more than three hours each; to show that such 
a revision would force the railroads to grant stop-off transit 
privileges on traffic moving at all-commodity rates, and the like. 

Witnesses appearing for western and southwestern cham- 
bers of commerce, manufacturers, warehousemen, and jobbers, 
testifying in opposition to the complaint, took the position that 
the proposal would permit Chicago and other cities east of the 
Mississippi River to “ship less carload into our natural trade 
territory at the carload rates,’’ as one witness said. They said 
they competed at present with shippers at Chicago, for example, 
and the effect of the modification would be to cut those com- 
petitors’s costs and to increase the number of such competitors 
They sought to show that under the modified rule, receivers of 
freight at small cities located near large “wholesale centers” 
such as Dallas, Kansas City and El Paso, Tex., could obtain 
merchandise direct from Chicago or St. Louis at lower rates 
than the total paid at present on merchandise moving in straight 
carloads to the large centers and in less-carload lots to the 
smaller cities. Such a modification would have a disastrous 
effect on “long-established businesses contributing to the wel- 
fare of our state,” one witness said. 


PN sapiens additional to those reported last week in- 
e 


For the complainant: H. A. Hollopeter, Indiana State Chamber of 
Commerce; W. F. Price, J. B. Williams Company; C; R. Smith, Water- 
loo and Cedar Rapids, Ia., Traffic Association; J. C. Allen and-P. W. 
Brown, Sears Roebuck and Company and Terminal Freight Cooperative 
Association; E, M. Brinckman, Jewel Tea Company; E. J. Leger, 
Butler Brothers; M. S. Allison, Cement Tile Corporation; James W. 
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Harley, United States Rubber Company; C. P. Collins, 
Piping and Equipment Company, et al. 

For the defendants: George H. Shafer, Weyerhaueser Sales Com- 
pany; C. A. Root, Utah Citizens Rate Association, et al.; John P. 
Bauer, Ford Roofing Products Company; J. W. Ellingson, California 
and Hawaiian Sugar Refining Corporation; J. P. Gilligan, Ford Motor 
Company. 


Pittsburgh 


Class Rate Investigation 


Senator Stewart, of Tennessee, has announced that he has 
asked the.Commission to let him participate in argument before 
it in No. 28300, Class Rate Investigation, 1939, and No. 28310, 
Consolidated Freight Classification, “either orally or in writ- 
ing,” and that his purpose in appearing before the Commission 
will be to add emphasis to the point made in the brief of the 
Southern Governors’ Conference that, by amending section 3 
of the interstate commerce act through amendments to it in 
the transportation act of 1940 so as to make discrimination in 
rates against a region, district or territory unlawful, Congress 
intended to broaden the scope of the application of that section. 

Senator Stewart said that he was not critical of the way 
in which counsel for the southern governors had handled the 
case, that he regarded as “excellent” the brief filed on behalf 
of those governors (see Traffic World. Aug. 21, p. 415), but 
that he felt there was need for new emphasis on the proposi- 
tion of congressional intent as to equalizing freight rates in 
the passage of the transportation act of 1940. 

“The public generally,” said Senator Stewart, “is probably 
aware that during the past six months there have been almost 
a score of bills offered in Congress seeking to insure inter- 
regional equality in class rates. They were, I believe, without 
exception precipitated by a statement of the Board of Investi- 
gation and Research—Transportation that the transportation 
act of 1940 had not unequivocally established a policy of inter- 
regional uniformity in rate making. This is the considered 
opinion of a body of experts. 


“IT am unwilling to agree wtih them. Nevertheless, out of 
an abundance of caution, I, too, have offered a bill that would 
clarify the action taken in the 1940 act—to wit, S. 1370.” 


The Stewart bill would require, as in accord with the na- 
tional transportation policy of Congress, the establishment and 
maintenance of uniform freight classifications and uniform 
freight-rate structures on a nationwide basis fer each type of 
common carrier (see Traffic World, Oct. 2, p. 798). 

Continuing, Senator Stewart said: 


The question can only be answered by the Interstate Commerce 
Commission through concrete action. The case to which I have re- 
ferred, affords them an opportunity to give their interpretation of the 
meaning of the amendments to the interstate commerce act, embodied 
in the 1940 act, concerning inter-regional class rate discrimination. 

Since the meaning of the amendments has been brought into ques- 
tion, the intent of Congress in putting them into the law becomes of 
first importance. 

I find, upon examination of a printed copy of the brief on behalf 
of the Southern Governors’ Conference, that Congressional intent is 
dealt with in a single sentence: 

“By so amending (the reference is to provisions of the 1940 act 
modifying section 3 of the interstate commerce act) the act Congress 
certainly intended to broaden it.’’ 

Congress certainly did. But since the meaning of the amendments 
has been brought into question, the intention of Congress deserves 
fuller examination and discussion. 

For anyone who reads the Congressional Record reporting the 
debates on the amendments while they were up for approval, this 
intention is made crystal clear. The report of these debates has not, 
I am advised, entered the record in the case in question. 

There can be no doubt of what Congress intended to do when it 
placed those provisions in the 1940 act. Even the opponents of the 
provisions did not question their purpose then and that was the estab- 
lishment of a policy of inter-regional uniformity in class rates. 

Also, I think the provision of the 1940 transportation act defining 
‘“‘unlawful’’ rates and directing the Commission to correct them should 
be pointed out more specifically and the duty of the Commission made 
plain in this respect. 

There has been some question from interested sources of the 
action of members of Congress in offering the bills I have referred to. 
Their intentions and aims have been criticized. I, for one, and I 
believe every proponent of the cause in Congress shares my attitude— 
I am only interested in seeing to it that the Commission removes the 
rate barriers that have so long oppressed the south and the west— 
I am not wedded to means, so long as the ends can be accomplished. 





























Senator Stewart made public his letter to the Commission, 
asking for permission to take part in the argument in Nos. 
28300 and 28310. He said in that letter that the members of 
the Commission “have always, and properly so, looked to the 
Congress for direction in matters of policy.” He added that he 
believed the intent of Congress became of paramount impor- 
tance in the Commission’s interpretation of “these mandatory 
sections” of the transportation act of 1940. He said he wanted 
to “amplify somewhat” the provisions of the 1940 act relating 
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to the duty of the Commission to correct rate discriminations. 
He said he felt the Southern Governors’ Conference brief had 
given insufficient emphasis to that point. 


Kirk on Channeling Freight 


W. F. Kirk, associate director, western region, division of 
railway transport, O. D. T., spoke on the channeling of west- 
bound trans-continental freight cars at a monthly meeting of 
the Junior Traffic Club of Chicago December 2. 

He said the railroads had rerouted approximately 75,000 
cars at his orders since February 1, when he assumed his 
present duties as associate director in charge of rerouting west- 
bound cars around congested terminal points. He admitted his 
orders had resulted in some confusion, but said that most of 
them had been requested by western railroads and that much 
greater confusion undoubtedly would have resulted from lack 
of O. D. T. control. The chief purpose of the orders was, he 
said, to secure maximum efficiency of all facilities of each of 
the western lines, rather than maximum efficiency of the west- 
ern lines as a whole system. He said he had refused some re- 
quests to “take the power off” some lines and add it to more 
heavily-traveled lines, because he felt such action would be 
unfair to the long-established and, at present, least congested 
railroads. 

He said that he had kept his orders out “of the hands of 
the public” in order to prevent shippers from routing their 
shipments on other than the usual railroads used for such ship- 
ments. Usually, the congestions,;.on which the orders to divert 
cars were based, cleared up within a day or two, he said, point- 
ing out that if shippers changed their regular shipping instruc- 
tions his office would have more difficulty in forecasting the 
extent of movements on the several routes. At times, he added, 
only 100 cars had to be diverted in order to solve a problem 
of congestion. 

He explained that channeling of cars in the west was neces- 
sary because of the great distances between interchange points. 
It was sometimes necessary to move cars 700 miles eastbound 
to such points of interchange, he said. He said that, in Decem- 
ber, 1942, an average of 2,032 cars had moved daily into Cali- 
fornia, and that 2,856 cars daily had moved into such points in 
November, an increase of 41 per cent. The increase in move- 
ments of carloads to the northwest was 24 per cent in the same 
period, he said. The increases had been handled satisfactorily, 
though with some difficulty, he continued, adding that, because 
locomotive power decreased in winter temperatures, additional 
effort must be made in the coming months to maintain present 
high levels of trans-continental movements. He said he believed 
“we can handle it.” 

He said he did not believe that general embargoes against 
non-military traffic would have to be placed. The western rail- 
roads were loaded “comfortably” rather than to a maximum, 
and embargoes would not be necessary unless west-bound traf- 
fic increased suddenly or some other unexpected trouble de- 
veloped. The manpower situation, particularly respecting yard- 
men, had been one of the most difficult to solve in recent 
months, but the railroads had somehow overcome that problem 
to a large extent, he said. He said the railroads could avoid 
congestion if they “changed their habits a little” by starting 
west-bound freight trains ahead of regular, long-established 
and advertised schedules out of the several western concen- 
tration points. 


Food and Transportation 


“Wartime transportation needs have caused a shift away 
from truck and boat shipment of perishable food products, and 
an increase in the volume of this traffic carried in carlots 
by rail,” says the Bureau of Agricultural Economics in its 
November review of the marketing and transportation situa- 
tion. 

“The situation is complicated by a shortage of refrigerator 
cars, some cross-hauling of products by rail, and an acute 
shortage of motortruck fuel and parts which may make ex- 
treme long-distance trucking of perishable foods uneconomical 
compared to rail transport.” 

These conclusions are based on a study made by W. Gordon 
Webner, one of the bureau’s transportation specialists, of the 
problem of transcontinental rail movements and long-distance 
motor trucking of fresh fruits, vegetables, dairy and poultry 
products into designated primary markets in 1941 and 1942. 

Data on cross-hauling by rail were submitted by Mr. 
Webner though he said they were fragmentary. It was esti- 
mated by reported unloads from states of origin that for only 
9 markets in 1942 there could have been a saving of more than 
5,500 freight cars if cross-hauling had been eliminated. Data 
were given for cross-hauling of potatoes, apples, cabbages, 
cauliflower and carrots. 
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Despite gasoline shortage, tire conservation efforts, and 
programs to prolong the usefulness of existing truck equip = 
said Mr. Webner, there was a large volume of long-distam. 
trucking in 1942. Of the total reported unloads at designate 
markets in 1942 an estimated 5 per cent of certain daj 
poultry products ‘and 4 per cent of reported fresh fruits and 
vegetables were trucked more than 600 miles, said he. ck 
ing to both Atlantic and Pacific coasts originated in Arkangs. 
Idaho, Iowa, Kansas, Missouri, Montana, Nebraska, Washingto, 
and Wisconsin, said he. 

Though no particular mileage represented the border be. 
tween long and short-haul trucking, said he, it was general} 
agreed that it was somewhere within the 300-600 mile range ’ 

“Any future addition to the unprecedented demands now 
placed on our domestic transportation system will necesita, 
further economies,” said he. “Not only will line-hayj and 
terminal efficiencies have to be increased, but an acute shortage: 
of equipment might call forth a policy of restricted use. In cag, 
apportionment of rail-haul priorities are considered, Excessive 
distance in rail movement and long-haul trucking will form, 
crucial problem. 

“More economical use of available rail and truck equipmen 
is not only a wartime essential, but might well become an Objec. 
tive for the post-war period. At present any possible Mileage 
limitations on long-distance trucking could be justified, in part. 
by wartime necessity for conserving equipment, fuel and map. 
power. Shortages should disappear in the postwar period, byt 
the fundamental transportation problem is of a long-run nature. 
Efforts to restrict long-distance motortrucking would no doubt 
force the traffic to be shifted to railroads. This would not only 
overburden the existing rail system, but would create a postwar 
choice between competition to regain former traffic and ap 
intensive program to coordinate rail with other forms of trans. 
portation. 

“Today, as in the postwar period, however, the problem 
of excessive haul and cross-haul is bound to exert a powerfil 
effect on both the transportation and marketing system.” 
















































RATE-MAKING REPORT 


The House has ordered the printing, as a public document, 
of the reort by the Board of Investigation and Research 
Transportation on rate making and rate publishing procedures 
of rail, motor and water carriers (see Traffic World, Nov. 2, 


p. 1335). The printed report will be identified as House docu- 
ment No. 363. 










WESTERN RAIL PASSENGER RESERVATIONS 

Effective January 1, 1943, western railroads will limit to 
one month the time beyond which passenger reservations will 
be accepted, H. W. Siddall, chairman of the Transcontinental 
& Western Passenger Associations announced November 30. 

Institution of the 30-day reservation limit brings trans- 
continental and western territories in line with the rule which 
eastern railroads made effective on October 15. Mr. Siddall 
said the new rule was instituted in response to a request by 
the Office of Defense Transportation that reservation rules be 
made uniform throughout the country. The western lines put 
a limitation rule in effect November 15, under which reserva- 
tions could be made for trips in the current month or the 
month following. At that time it was pointed out that the 
innovation was an experiment and that changes and adjust 
ments might be found necessary. (See Traffic World, No 
vember 13, p. 1218). 

The country-wide limitation on advance reservations rep- 
resents an attempt on the part of the railroads to make mor 
space available to military and other essential travelers, Mt. 
Siddall said. He urged travelers to cancel unneeded reserva 


tions promptly to help insure maximum utilization of ral 
accommodations. 


FRUIT AND VEGETABLE COMMITTEES 

The Office of Price Administration and the War Food 
Administration have announced that a fruit grower-shippé 
industry advisory committee and a vegetable grower-shippe 
industry advisory committee will be named soon to consilt 
with the O. P. A. and W. F. A. on problems relating to the 
growing and shipping of fruits and vegetables. The two com 
mittees will replace the present fresh fruit and vegetable 
shipping industry advisory committee representing the interests 
of both commodity groups. As problems affecting fruit pr 
ducers and handlers were not always identical with thos 
concerning vegetable growers and shippers, officials said, the 
appointment of a committee to represent each group shoul 
bring -about a clearer understanding on the part of the gover 
ment and of each industry, thereby enabling necessary mea 
ures to be taken more promptly. A number of commodil) 
committees will be appointed to supplement the work of each 
over-all committee. 
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Rail Wage Adjustments 
The Traffic World Washington Bureau 


The Senate interstate commerce committee, in an executive 
session the afternoon of Nov. 30, unanimously voted to report 
the Truman resolution, S. J. Re. 91, as amended by the sub- 
committee headed by Senator Johnson, of Colorado, by which 
the Scent wage increase agreement entered into Aug. 7 by 
representatives of railroad labor and management would be 
“legalized.” The committee remained in session about one 


ae was stated that Senator Johnson would prepare the 
committee report on the resolution. Senator Truman, of Mis- 
souri, author of the resolution and member of the committee, 
told reporters that he would “call up” the resolution on the 
foor of the Senate “at the first opportunity.” He asserted 
that the wage increase of 8 cents an hour would not mean an 
increase in freight rates, that “the record” contained testimony 
from railroad management as well as railroad labor to that 
effect, and he added that, in fact, the 8-cent increase “would 
not stand in the way of a reduction” in freight rates. 

One committee member said that the committee still had 
hopes that a “compromise” settlement of the wage case, through 
negotiations with Stabilization Director Vinson’s office, might 
be effected. In the event such a compromise was reached, he 
said, efforts to obtain enactment of the Truman resolution would 
cease. 

Non-Operating Strike Ballot 


The ballots cast by the non-operating railroad employes 
on the question of whether their leaders should be authorized 
to call a strike to enforce their wage demands were still 
being counted, it was said by rail labor officials December 2. 
Pending action by Congress on the Truman “validating” resolu- 
tion, it was indicated, no announcement would be made as to 
the results of the balloting, though it was regarded as a cer- 
tainty that the leaders would be authorized to call a strike. 

The view was held among the “non-op” leaders that if the 
“non-op” employes obtained an increase of 8 cents an hour, 
as provided by the management-employe agreement, the oper- 
ating employes would get an increase of 8 cents an hour also, 
instead of 4 cents as recommended by the emergency board in 
the operating case. 


Transport Manpower Report 


Despite shortages of workers, the public transportation 
industries were successfully carrying more passengers and more 
freight than ever before, and no movement had been held up 
solely because of inadequate manpower, the Office of Defense 
Transportation said Nov. 29. It added the warning, however, 
that the transportation manpower problem was now becoming 
serious, especially in maintenance and repairs. 

This statement was made by the Office of Defense Trans- 
portation’s division of transport personnel on the basis of 
a report by the division to the Senate special committee inves- 
tigating the national defense program, of which Senator Tru- 
man, of Missouri, is chairman. 

There was an increase of approximately 400,000 workers 
in the for-hire transportation field between July, 1941, and 
July, 1943, making the total number now employed almost 
3,000,000, the O. D. T. reported. More than half of the 400,000 
workers added had gone into the railroad industry. 


_. Before July, 1944, the O. D. T. estimated, 62,000 more 
jobs would have to be filled in the transportation industries 
to meet expected increases in traffic loads, and because of turn- 
over many more than this number of persons would have to 
be hired. These additional workers would be harder to obtain, 
the O. D. T. said. 


“Geographical shifts in traffic constitute another source of 
manpower difficulties for the transportation industry,” the 
O. D. T. said. “These shifts may result from developments in 
war strategy—for example, the anticipated increase in the 
movement of military supplies to west coast ports during the 
coming year, or from relocation of factories and other produc- 
tion facilities. Every such shift requires some redistribution 
of transportation manpower, with its attendant problems, but 
the difficulties are particularly great when the shift requires 
additional transportation workers in acute labor shortage areas, 
such as the west coast.” 

The division of transportat personnel summarized other 


~ contained in its report to the Truman committee as fol- 
ows: 


Most branches of transportation have always been relatively long- 
hour industries. In the railroad industry, average weekly hours of work 
ave increased steadily since the bombing of Pearl Harbor. There are 
very few war industries whose employes average a longer work week 
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than do railroad employes. While figures are not available for other 
transportation industries, many reports have been received of very long 
hours in the trucking and local transit industries. 

Substantial savings in manpower have also resulted from a number 
of orders issued by the Interstate Commerce Commission and the 
©o: B,. <. 

Tightening labor markets and shortages are causing transport com- 
panies to resort to federal employment services to a greater extent than 
ever before. For example, the Railroad Retirement Board employment 
service placed about 197,000 workers in the railroad industry in the 
year ended July, 1943, compared with 59,000 placed during the previous 
year. Other types of transportation were served by the United States 
Employment Service and by the Recruitment and Manning Organization 
of the War Shipping Administration. 

Comprehensive manpower programs are in preparation by the O. 
D. T. for shipping on the Great Lakes, local transit systems, trucking 
lines, warehouse operators and air transport. Working with other 
government agencies, particularly the War Manpower Commission, the 
O. D. T. has developed such programs for inland waterways, taxicabs, 
railroads, retail coal delivery and automotive maintenance. Those 
already worked out are in varying stages of operation and provide, in 
the main, simple but coordinated machinery for industry self-help. 
These programs include plans for training new workers. 

Women and non-white persons constitute the greatest reservoir of 
new workers, but so far these have been under-utilized by transportation 
in general. ‘‘In the case of women, strenuous efforts still must be made 
to relax seniority and other union restrictions which prevent the in- 
dustry from utilizing this source of labor at maximum effectiveness,”’ 
the O. D. T. said. ‘‘In the case of Negroes, much remains to be done 
to make possible their promotion into more skilled and into super- 
visory jobs.’’ 

Importation of Mexican nationals, chiefly for work on western rail- 
roads, has afforded substantial manpower relief to carriers, which last 
fall faced critical labor shortages of large proportions. As of early 
September, there were 14,551 Mexican workers in service on the roads, 
almost half this number employed on the tracks of the Southern Pacific 
and another third on the Atchison, Topeka & Santa Fe. The railroads 
have indicated their desire to employ from 7,500 to 10,000 more Mexi- 
cans, and negotiations to this end are now under way by our govern- 
ment, 

Seniority arrangements in transportation companies have formed a 
natural training and upgrading process, which insured a supply of labor 
for higher and more skilled positions. With war, the tempo of promo- 
tions and upgrading increased, with the result that such shortages as 
have occurred have been concentrated chiefly in laborer, helper, appren- 
tice and entrance types of jobs, where competition with other war in- 
dustries for workers has been particularly keen. 


Discrimination in BR. R. Employment 


The President’s Committee on Fair Employment Practice 
has ruled that the Southeastern Conference agreement between 
the Brotherhood of Locomotive Firemen and Enginemen and 
ten railroads is a violation of Executive Order No. 9346 
against discriminatory employment practices and must be set 
aside, Malcolm Ross, chairman, has announced. (See Traffic 
World, Sept. 18, p. 655, and Sept. 25, p. 734.) 

The agreement, the F.E.P.C. ruled, was designed for no 
other purpose than to cut down the employment of Negroes 
as firemen and to increase the hiring of white persons in these 
positions. The agreement sought to accomplish this, Mr. Ross 
said, through setting definite percentages for white and Negro 
firemen; through limiting firemen’s jobs to “promotable” men, 
and then by excluding all Negro workers from promotion. 

Involved in the Southeastern agreement are the Atlantic 
Coast Line Railway Company, Atlanta Joint Terminals, Cen- 
tral of Georgia Railway Company, Georgia Railroad, Jackson- 
ville Terminal Company, Louisville and Nashville Railroad 
Company, Norfolk Southern Railroad Company, St. Louis- 
San Francisco Railway Company, Seaboard Air Line Railroad 
Company and the Southern Railway Company. 

Notification that the agreement violates Executive Order 
No. 9346 and that it must be set aside had been sent to all 
parties involved, the chairman announced, with requests that 
the groups report to the committee within 30 days on steps 
taken to comply with the directive. 

The committee has notified 12 other railroads and six other 
unions that all discriminatory employment practices of the 
railroads and all policies of the unions which result in unfair 
treatment of workers and job applicants because of race, creed, 
color or national origin must be eliminated. The 30-day period 
for reply was set in each case. 

The committee cited as unfair the policy of certain rail- 
road unions which, it said, “discriminates against Negroes, be- 
cause of race, in regard to membership . . . thus rendering it 
impossible (for said Negro workers) to have any adequate 
voice or representation with respect to grievances and the nego- 
tiation of agreements affecting working conditions, employ- 
ment policy, practices and opportunities.” In each such in- 
stance, the union was notified that it must “cease and desist 
from ... discriminatory practices affecting the employment of 
Negroes.” 

The complaints involved 23 railroads: Atlantic Coast Line; 
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sl! shippers can share 


; citation for service expressed in a letter to 
Mr. J. J. Pelley, president of the Association of 
American Railroads, rightly is shared by all shippers 


and receivers of freight. 


For it is their splendid cooperation that is making possi- 
ble the amazing record of Erie and other railroads in meet- 


ing the tremendous demands for wartime transportation. 


All Erie men are grateful for the recognition given the 
railroads for the job we are doing, With the continued 
help of shippers and receivers of freight, Erie will keep 


‘em rolling for Victory. 


Erie Railroad . 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY ~ 
Buy War Bonds and Stamps i ° 
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Atlanta Joint Terminals; Baltimore and Ohio; Baltimore and 
Ohio Chicago Terminal; Central Railway of Georgia; Chesa- 
peake and Ohio; Chicago and North Western; Georgia Rail- 
road; Gulf, Mobile and Ohio; Illinois Central; Jacksonville 
Terminal; Louisiana and Arkansas; Louisville and Nashville; 
Missouri-Kansas-Texas; New York Central; Norfolk Southern 
Norfolk and Western; St. Louis-San Francisco; Seaboard Air 
Line; Southern; Pennsylvania; Union Pacific, and Virginian. 

The Virginian Railway reached a settlement with its com- 
plainants and the charges filed with F.E.P.C. were withdrawn. 

At the hearings, the Union Pacific Railroad, accused of 
discrimination against Mexicans, persons of Mexican descent, 
and Negroes because of race and national origin, announced its 
willingness to conform to the principles of the executive orders 
and declared that immediate steps were being taken to investi- 
gate the specific accusations made against the company. The 
committee had taken cognizance of this announcement and had 
revealed that several of the individual cases have been reported 
adjusted, it said, adding: 


Final committee action in the cases of the Pennsylvania Railroad 
and the New York Central has been held in abeyance pending discus- 
sions between the carriers and the committee looking toward adjust- 
ment of the complaints. 

Unions cited by the committee in its findings included the Brother- 
hood of Locomotive Firemen and Enginemen, Brotherhood of Railroad 
trainmen, order of Railway Conductors, Brotherhood of Railway Car- 
men of America, Brotherhood of Locomotive Engineers, International 
Association of Machinists, and the International Brotherhood of Boiler- 
makers, Iron Shipbuilders and Helpers of America. None of these 
unions put in an official appearance at the hearings, which were held 
in Washington, D. C., September 15-18, 1943. 

Testimony at the four-day session indicated a steady, sharp decline 
in the number of Negroes employed in all but the lowest categories 
during the last twenty years. On certain roads, it was testified, firing 
forces which, before the last war, were 80 to 90 per cent Negro, had 
been reduced, by 1929, to 50 per cent or less. These reductions were 
accomplished, the committee declared, by continual alteration of con- 
tracts between the unions and the roads—with each new change re- 
ducing further both the percentage of Negro workers and the type of 
service and the territory in which Negroes could be employed. 


Sidney S. Alderman, general solicitor of the Southern 
Railway, who presented the statement of the railroads submitted 
at the committee’s hearing, said there was no basis for a 
report that the railroads planned to challenge the findings of 
the committee in court. He indicated that the views of the 
railroads would be set forth in the reports required to be sub- 
mitted to the board within 30 days. 


In some quarters the view was held that seeking relief 
from the committee’s decisions by court action would be futile 
because the committee, created by executive order of the Presi- 
dent, had no power to enforce its decisions. 


Recognition for Traffie Men 


Industrial traffic management should be “recognized as a 
vocation” by Selective Service headquarters, the United States 
Employment Service, the National Roster of Scientific Per- 
sonnel, the War Manpower Commission and the Office of War 
Information, says a statement prepared by the Associated 
Traffic Clubs of America, entitled “The Importance of Indus- 
trial Traffic Management in Wartime and Peacetime Trans- 
portation and Industry.” e 

The statement was mailed on December 1 by F. A. Doebber, 
president of the Associated Traffic Clubs, to the respective 
governmental agencies together with a letter calling attention 
to the fact that traffic management was not included as a voca- 
tion or profession in the Selective Service occupational ques- 
tionnaire, form 311, “used by the government in order to obtain 
a nationwide inventory of occupational skills.” Other official 
listings also omit traffic management, the letter says. This, it 
adds, “is keenly disappointing to the thousands of persons 
throughout the United States who are engaged in this line of 
endeavor.” The association, it continues, “earnestly requests” 
that the government bureaus dealing with vocational classifica- 
tions “recognize in the future that traffic management should 
be treated as a unit in the same manner as other pursuits.” 

The statement was originally drafted by G. Lloyd Wilson, 
vice-president of the association in charge of education and 
research, in collaboration with others, and revised after sub- 
mission to more than a hundred persons interested in the 
matter. It reads as follows: 


It is vitally important to have well-trained and competent persons 
in responsible positions in the various transportation agencies in 
peacetime and particularly in the time of war. It is just as important 
to have the same type of persons in industrial plants directing the 
transportation of the- goods produced by these plants during both 
peace and wartimes. Traffic managers and key members of their staffs 
in industries which are vital to the conduct of the war are fitted by 
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temperament, training, and experience to perform essentia} 
services between carriers, industries and the government be. 
transportation of the materials of war. Their skill and training, why 
always important, have never been-as essential as now, They are > 
position to secure the best possible use of our transportation facilitj 

and to conserve them, especially during the emergency createg by 
war. We therefore earnestly urge that industrial traffic Managem 

be recognized as a vocation in the establishment of personnel glad 
fication by Selective Service Headquarters, the U. Employm 
Service, the National Roster of Scientific Personnel, the War Manpow 
Commission and the Office of War Information. 7 

These traffic managers are trained and experienced in the app 
cation to transportation of the interstate commerce act, the yan, 
state regulatory acts, the United States maritime act and acts gy id 
mentary thereto; and in the interpretation and application of decision 
of the Interstate Commerce Commission, of state commissions and ¢f 
the courts to matters within their provinces. 

Their skill in applying these acts and decisions to physica] trans 
portation is invaluable to secure the most economical use of the freigh 
services and freight equipment available thereunder. By intelligen: 
interpretation and use of freight tariffs and classifications, also 0, p, 
O. P. A. and W. P. B. orders geverning various services, the industri 
traffic manager can produce transportation benefits for the country a 
a whole. 

These industrial traffic managers, members of the profession y 
traffic management, are serving a vital war need during these times 
and a vital commercial need in normal times, by the judicious Selee. 
tion of proper routes for shipments; by skillful construction and Use 
of freight rates; by proper packing and stowage of freight; by op. 
solidation of orders and deliveries to make one shipment do the wo 
of several; by preperly preparing cars for shipment and cleaning they 
after inbound freight is remeved; by expediting and tracing of ship. 
ments; by careful preparation of goods for shipment to avoid loss and 
damage; by efficient management of internal plant transportation fagjj. 
ties, motor vehicles, private cars, and marine facilities, and in Many 
other special ways peculiar to their industries, To carry out these yar. 
ous functions, the industrial traffic manager must be thoroughly f 
miliar with the physical handling of freight; with the technicalitig 
and rules of the classification of freight, rate and tariff construction, 
express and parcel post, demurrage, storage, reconsigning, stowage jp 
transit, transit arrangements, warehousing, exporting and importing 
of goods, and the handling of claims for overcharge, also loss anj 
damage. The traffic manager must be familiar with these varioy 
phases of his duties as they apply to rail, motor truck, water and ai 
transportation. 

To be acquainted with all these requirements and successfully ai- 
minister them, the traffic manager must of necessity have a thorough 
knowledge of transportation law and business economics, also a ful 
understanding of the law of contracts, agency, bailment and carrier, 
damages, insurance and sales. Aside from his special and genenl 
education, he must have had a great amount of practical experien: 
gained through years of actual service in the field of transportation. 

The Interstate Commerce Commission has for years recognized the 
importance of traffic managers. Permission to practice at its bar in 
the litigation of freight rate and many other types of cases, has long 
been granted the traffic manager. In fact the Commission has often 
commented favorably on the aid it receives from traffic managers in 
the trial of the cases that come before it for adjudication. 

At this juncture, it should be apparent, from the information here 
inbefore set out, that the position in industry of the traffic manage 
should not be confused with the position of one who looks after vehicle 
or street traffic. Traffic management, as such, has nothing to do with 
the handling or direction of the flow of vehicle traffic on the streets 
or state highways of our cities and states. 

The services of expert traffic managers in the employ of industria 
concerns, carriers and government agencies ‘have been drafted by the 
director of Defense Transportation in order to organize, direct and 
ordinate transportation activities in wartime. Some of these men were 
placed in administrative positions in the hearquarters organization 0 
O. D. T. in Washington, others were assigned to regional branches 0! 
O. D. T., while others have continued in their normal employment ani 
are serving O. D. T. as members of advisory committees, or assisting 
other governmental agencies concerned with transportation problems 
The Army and Navy recognize their value by asking many of them to 
volunteer their services in these branches. 

A man prominent in the field of transportation said recently: 

‘‘There is no doubt that the conservation of equipment initiated by 
O. D. T. orders has been a bulwark in the maintenance of efficiet 
wartime transportation. Such orders could not have originated in th 
minds of ordinary laymen or other professional men. They had to lt 
prepared by trained traffic men. The proper interpretation and full 
compliance with these orders also required practical experience and 
technical training of traffic-minded individuals. It is this kind of & 
operation that is accomplishing the most magnificent transportatio 
job in history. These results would not have materialized without the 
initiative and foresight of expert traffic men.”’ 

This quotation sets forth clearly and forcibly, the importance of 
the traffic manager. 

The global scope of the present war has emphasized the impo 
tance of transportation. It has played a vital role in every war, but 
never before has so much been required in order that our productiot 
and deliveries of all types of vital goods would not be ‘‘too little ® 
too late.’”” This has required adequate facilities of transportation, ma 
aged by carrier and industrial traffic men who are experienced in 
devoted to their duties, not only in the operation of their own tral 
port facilities and industries, but in cooperating with the national et 
fort of all carriers and all industries to do the one job which is pal 
mount—that of prosecuting the war with the greatest zeal and effot 
possible, and to bring victory at the earliest possible hour. 

Concluding, when peace returns, the need for the industrial traf: 
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ager will continue to be great to carry on the enormous rehabilita- 
ton program that will follow, and later, to look after the interests of 
= employer from many competitive angles as trade conditions be- 


come normal. 


9. D. T. Warehousing Program 


Describing warehousing as a vitally important link in 
ansportation service, Director Eastman, of the Office of De- 
fense Transportation, has announced an eleven-point manpower 
program for the warehousing industry. : 

Mr. Eastman pointed out how proper use of warehousing 
services helped avoid transportation congestion and conserved 
yse of transportation plant and facilities. 

“Warehouses are commodity reservoirs for the entire trans- 

rtation industry, and any breakdown of warehouse service— 
whether due to labor shortages or any other reason—must be 
avoided at all costs,” said he. aaa 

Developed by the O. D. T.’s division of transport personnel 
with the cooperation of the War Manpower Commission, the 
program is being sent to all warehouse industry groups and to 
all government agencies whose help is needed to carry it out. 

“The program,” said the O. D. T., “recognizes the fluctua- 
tin in labor needs in warehousing, the necessity of adequate 
skilled and supervisory staff in relation to the large proportion 
of unskilled personnel, and the necessity, in extreme shortage 
areas, of allocating available labor according to the urgency of 
service rendered or war production accomplished. The pro- 
gram resolves these factors into absolute minimum employment 
needs to be met through cooperative effort and action by the 
Government, warehouse managements, and labor.” 

The O. D. T. pointed out that in some instance the meas- 
ures recommended called only for individual action, while in 
others all warehouses in a locality should participate. It was 
suggested that where joint action was required, the Federal 
Emergency Warehouse Associations should take the lead in 
cities where these associations operate; in other cities industry 
members should cooperate to provide the leadership for such 
action. 

The eleven-point program proposes that, in cooperation 
with the appropriate government agencies, warehouse manage- 
ments and employe groups: 

1. Prepare and file replacement schedules with Selective Service 
authorities. 

2. Establish a full wartime work week. ; 

3. Utilize to the fullest possible degree the existing labor forces 
within the community, including women and minority groups. 

4, Enlist the aid of the United States Employment Service for the 
recruiting of new workers. 

5. Recruit special groups of part-time workers. 

6. Explore the possibility of establishing a joint pool of labor 
for use by all warehouses in the community. 

7. Establish definite arrangements for the training of new em- 
ployes. 

8. Improve working conditions and make every effort to improve 
or sustain worker morale. 

9. Establish management-labor committees to improve service and 
conserve manpower, 

10. Institute changes in service requirements or procedures which 
will reduce labor needs. 

ll. In areas where manpower priorities systems are in effect, 
utilize established procedures to obtain necessary labor. 





} 

























































Port Storage Regulation 


_ Because growing imports, due to the smaller number of 
ship losses, were putting an additional strain on port storage 
facilities, the Office of Defense Transportation has issued 
amendment No. 1 to General Order O. D. T. 16, effective Dec. 
20, putting carload or truckload shipments of domestic or im- 
port freight to or within named port areas, when intended for 
account of a government agency in a public ware house, under 
a permit system. The amendment changes the caption of sub- 
part F of the order to read “Freight Shipments To or Within 
Port Areas in the United States,” and incorporates the follow- 
ing provision: 














(a) No person shall offer any carload shipment of domestic or 
import freight for transportation from any point in the continental 
United States to or within any port area named in Appendix A hereof 
when such shipment is intended for storage for account of a govern- 
ment agency in a public warehouse located within any such port area, 
unless the transportation of such shipment to such public warehouse 
within such port area has been authorized by an O. D. T. port storage 
forwarding permit issued by the Director, Division of Storage, Office 
‘of Defense Transportation, or his authorized permit agent, and the 
number of such permit is endorsed upon the shipping order or other 
appropriate shipping document covering such shipment. . . 


















The amendment requires that the application for the port 
Storage forwarding permit be made by the government agency 














1401 


for whose account the freight is to be stored, in accordance 
with procedures to be prescribed by the director of the division 
of storage, in an administrative order to be issued later. The 
port areas named in the amendment follow: 


Baltimore, Md.; Bellingham, Wash.; Boston, Mass.; Camden, N. 
J.; Everett, Wash.; Galveston, Tex.; Houston, Tex.; Jacksonville, Fla.; 
Los Angeles, Calif.; Mobile, Ala.; New Orleans, La.; Newport News, 
Va.; New York, N. Y.; Norfolk, Va.; Oakland, Calif.; Olympia, Wash.; 
Pensacola, Fla.; Philadelphia, Pa.; Portland, Ore.; Portsmouth, Va.; 
Richmond, Calif.; San Francisco, Calif.; Savannah, Ga.; Seattle, Wash.; 
Tacoma, Wash.; Tampa, Fla., and Vancouver, Wash. 


Motor Conservation 


By its supplementary order O. D. T. 20A-44, the Office of 
Defense Transportation has approved a joint action plan pro- 
posed by five taxicab companies for coordination of their opera- 
tions within Kansas City, Kan. 

A plan for coordination of operations proposed by 15 com- 
mon carriers serving points in Buffalo, N. Y., has been approved 
by the O. D. T. in supplementary order O. D. T. 3, Revised—104. 

Coordination of operations proposed by The White Trans- 
portation Co., of Zanesville, O., and Suburban Motor Freight, 
Inc., and Hill Motor Freight, both of Columbus, O., has been 
approved in supplementary order O. D. T. 3, Revised—105. 

A joint action plan for coordinated motor operations sub- 
mitted by Zentz Motor Lines, Inc., and Branch Motor Express 
Co., both of Baltimore, Md., with respect to service to points 
in Maryland, Pennsylvania, New Jersey, New York, and Wash- 
ington, D. C., has been approved by the O. D. T. in supplemen- 
tary order O. D. T. 3, Revised—106. 

A plan for joint action, covering operations to points in 
Maryland, Virginia and Washington, D. C., proposed by Brooks 
Transportation Co., Inc., The Baltimore Transfer Co. of Balti- 
more City. Overnight Motor Transportation Co., Inc., East 
Coast Freight Lines, and Atlantic Coast Freight Lines, Inc., all 
of Baltimore, and P. L. Snowden, dba Snowden Brothers Trans- 
fer, Washington, D. C., has been approved in supplementary 
order O. D. T. 3, Revised—107 


The O. D. T. also has approved, by its supplementary order , 
O. D. T. 3, Revised—108, a joint action plan proposed by Balti- 
more-New York Express, Inc., the Baltimore Transfer Co. of 
Baltimore City. Victor Lynn Lines, Inc., and Union Transfer 
Affiliated Co., all of Baltimore, Md., with respect to service 
between points in Maryland, Pennsylvania, New Jersey, New 
York, and Washington, D. C. 


The O. D. T. has announced issuance of supplementary 
order O. D. T. 3, Revised—109, approving coordinated opera- 
tions between points in Maryland, Pennsylvania, New Jersey, 
New York and Washington, D. C., by Modrak Transportation 
Co., Baltimore, Md., Service Transportation Co., Secaucus, 
N. J., Garford Trucking, Inc., South River, N. J., and’ Preston 
Trucking Co., Inc., Preston, Md.; supplementary order O. D. T. 
3, Revised—110, approving coordinated operations between 
Hugo and Broken Bow, Okla., by North East Texas Motor 
Lines, Inc., of Paris, Tex., and Arkansas Motor Freight Lines, 
Inc., of Fort Smith, Ark.; supplementary order O. D. T. 3, Re- 
vised—111, approving coordinated operations between points 
in Indiana by E. E. Mills Trucking Co., Inc., of South Bend, 
Ind., and The Silver Fleet Motor Express, Inc., Louisville, Ky.; 
supplementary order O. D. T. 3, Revised—112, approving co- 
ordinated operations between points in Arkansas by Mercury 
Motors, Inc., and England Bros. Truck Line, of Fort Smith, 
Ark., and Fox Transfer, of Paris, Ark.; supplementary order 
O. D. T. 3, Revised—113, approving coordination of operations 
between Wichita and Ottawa, Kan., by Cain’s Truck Line, 
Oklahoma City, Okla., and The Santa Fe Trail Transportation 
Co., Wichita, Kan.; supplementary order O. D. T. 3, Revised— 
114, approving coordinated operations between Kansas City, 
Mo., and Wichita, Kan., by The Santa Fe Trail Transportation 
Co. and The Cassell Transfer & Storage Co., Wichita, Kan.; 
supplementary order O. D. T. 3, Revised—115, approving co- ° 
ordinated operations between points in West Virginia by Lit- 
man Motor Freight, Parkersburg, W. Va., and Germann Broth- 
ers Motor Transportation, Inc., Ripley, O.; supplementary order 
O. D. T. 3, Revised—116, approving coordinated operations 
between points in Ohio by Commercial Motor Freight, Inc., of 
Columbus, O., Corbett Motor Express, of Zanesville, O., C. D. 
Moore, of Zanesville, Roseville Motor Express and Crooksville 
Transfer, of Roseville, O., and Twin Valley Motor Freight, of 
Zanesville. 


Director Eastman has announced approval of a joint action 
plan proposed by N. C. Grant and 16 other grocers of Salina, 
Kan., relating to delivery of groceries by motor vehicle in 
Salina; approval of a joint action plan proposed by Cinema 
Service and Exhibitors Service, both of Detroit, Mich., relating 
to the delivery by motor vehicle of motion picture film in the 
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Detroit metropolitan area; approval of a joint action plan pro- 
posed by West End Market and 11 other retail grocers of 
Lawrence, Kan.; and a joint action plan submitted by two 
dairies of New Haven, Conn., relating to transportation and 
wholesale delivery of milk and related products by motor 
vehicle in New Haven. 


Additional supplementary orders approving joint action 
plans of common carriers have been approved by the O. D. T. 
as follows: 


Supplementary order O. D. T. 6A-3, for coordinated operations by 
the Cincinnati Transfer Co. and John B. Stueve & Son in the Cincin- 
nati, O., area; supplementary order O. D. T. 6A-4, for coordination of 
operations by four motor carriers between Cincinnati and Norwood, O.; 
supplementary order O. D. T. 6A-5, for coordination of operations at 
Springfield, Mo., by 17 motor carriers; supplementary order O. D. T. 
6A-6, for coordination of operations in metropolitan New York by Ar- 
thur’s Express Co., of Maspeth, N. Y., Jay Transfer Co., and Arjay 
Trucking Co., New York City; supplementary order O. D. T. 6A-9, 
coordinating operations at Carthage, Mo., by Frisco Transportation Co., 
Campbell ‘‘66’’ Express, Inc., Powell Bros. Truck Lines, Inc., Railway 
Express Agency, Inc., and Tri-State Motor Transport, Inc.; supple- 
mentary order O. D. T. 6A-7, coordinating operations in the Greater 
Cincinnati area, Ohio, by Sayler Park Express Co., Sayler Park, O., 
and Bennett Bros. Motor Transportation Co., Cleaves, O.; supple- 
mentary order O. D. T. 6A-8, coordinating operations at New York City 
by Brown Trucking Co., Chelsea Trucking Corporation and Meyer’s 
Forwarding Co., all of New York City; supplementary order O. D. T. 
6A-10, coordinating operations in the Akron, O., area, by 27 motor 
common carriers. k 


The O. D. T. also has announced approval of a joint action 
plan proposed by Sorrano Florist and four other florists of 
Morristown, N. J., relating to transportation and delivery of 
flowers and related articles by motor vehicle in Morristown and 
contiguous municipalities; approval of a joint action plan pro- 
posed by American Laundry and Cleaners and seven other 
laundry or dry cleaning establishments in Grand Rapids, Mich.; 
and approval of a joint action plan submitted by Bay Cities 
Ice & Cold Storage Co., and 13 other ice distributors at Oak- 
land, Calif. 


? Joint action plans of motor carriers have been approved 
by the O. D. T. in the following orders: 


Supplementary order O. D. T. 3, Revised—117, coordinating opera- 
tions between points in Kansas and Missouri by the Santa Fe Trail 
Transportation Co., of Wichita, Kan., and Yellow Transit Co., of Okla- 
homa City, Okla.; supplementary order O. D. T. 3, Revised—118, co- 
ordinating operations between points in Maryland and West Virginia 
by Penn-N. Y. Truck Lines, Inc., of Pittsburgh, Pa., and Parsons 
Thompson Co., Inc., of Clarksburg, W. Va.; supplementary order O. 
D. T. 3, Revised—119, coordinating operations between Saginaw and 
Bay City, Mich., by Maiers & Sons Motor Freight, of Mayville, Mich., 
and Saginaw Transfer Co., of Saginaw, Mich.; supplementary order 
oO. D. T. 3, Revised—120, coordinating operations between points in 
Kansas by the Santa Fe Trail Transportation Co., of Wichita, and 
Healzer Cartage Co., of Hutchinson, Kan.; supplementary order O. D. 
T. 6A-11, coordinating operations at Tucson, Ariz., and points within 
25 miles thereof, by City Transfer Co. and five other motor carriers, 


Approval also has been announced by the O. D. T. with 
respect to joint action plans, relating to local deliveries, pro- 
posed by J. W. Peterson and nine other retail milk distributors 
in Keokuk, Ia.; the New York Journal-American, New York 
Post, Sun, New York World-Telegram and Long Island Star- 
Journal, in the New York City area; and H. H. Battles and 
three other florists in Philadelphia, Pa. 


oO. D. T. CARLOADING ORDER 


By general permit O. D. T. 18A-1, amendment 2, the Office 
of Defense Transportation has further suspended from Dec. 1, 
1943, to Jan. 1, 1944, the operation of General Order O. D. T. 
18A in so far as it affected the loading of cotton in carload 
lots (see Traffic World, Nov. 6, p. 1142). The O. D. T. said 
the extension was granted in order to allow its division of 
traffic movement to complete a study of present cotton loading, 
data on which had been submitted Nov. 10 by representatives 
of the cotton shipping and receiving industries, compressors, 
brokers, and carriers. 

O. D. T. said final decision as to whether or not General 
Order 18A would apply to cotton would be made some time 
in December. 


TRANSPORT EFFICIENCY PLAN 


Director Eastman, of the Office of Defense Transportation, 
is addressing letters to the top executives of large industrial 
companies, chambers of commerce, and traffic groups, asking 
them to aid in achieving the 10 per cent improvement in freight 
car performance, under the plan which he announced at 
Boston, Oct. 6 (see Traffic World, Oct. 16, p. 943). 

“A critical transportation situation requires resort to either 
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compulsory or voluntary measures,” said Mr. Eastman ; 

letter to top executives of 1,300 of the largest industria] , 

cerns in the country, asking their whole-hearted Cooperation ; 

the drive for better freight car performance. He askeq 4 j 

officials advise him of the action taken, and that they gm 

him copies of instructions they might issue. — 
Air 7 











Oo. D. T. CEMENT LOADING ORDER 
The Office of Defense Transportation has issued an 


ueng 


ment to its general permit O. D. T. 18A-1, as amended pet. In a 
mitting the loading of cement, lime, mortar mix, plaster, and/ tion of A 
stucco in packages in mixed carloads to a weight of not reported. 


commerc 


than 60,000 pounds, when consigned to dealers for stock 
apo 
an 


material part of the amendment to the permit, effective Noy 
30, follows: j The 


Pursuant to the provisions of section 500.73 of General Order 0.) ible | 
T. 18A (8 F. R. 14477), General Permit O. D. T. 18A-1, as amend almost U 
(8 F. R. 14480, 14858), is hereby further amended as follows: i 

The heading of Item 15 which now reads ‘‘Cement, Portland” 
read: ‘‘Cement.’’ 


exag 


A new item reading as follows shall be inserted immediately j that this 
lowing the provisions of Item 15: appropr! 
“16. Cement, lime, mortar mix, plaster and/or stucco. In pa¢ Cha 


mixed carloads, when consigned to dealers for stock, may be loaf ity of tl 
to a weight not less than 60,000 pounds.”’ and airy 

The word and figures ‘‘December 1, 1943,’’ where they appear port ow: 
Items 30, 35 and 40 shall read: 


“January 1, 1944.’’ the Was 

This amendment 2 to General Permit O. D. T. 18A-1, as amended, “Ty 
shall become effective November 30, 1943. operate 
La a in this 1 

SPECIAL TRAIN PERMIT does, he 


ministre 
develop: 
authorit 
ment fc 
funds. 
the lim 
proval | 
the con 
ury to 
misinte 

Se 


By general permit O. D. T. 24-8, effective from Dee} 
through Jan. 15, the Office of Defense Transportation hy 
authorized the railroads to operate special trains or extra sq 
tions, and to include passenger cars in any train operate 
primarily for transportation of mail or express, when ne 
to meet demands for transportation of members of the mili 
or naval forces of the United States or of any allied nation, 

Railroads operating extra services under authority of th 
permit are required to report in writing to the O. D. T., withip 
48 hours of each such operation, detailing the nature a 
extent of the demand that required operation of the facilitig 

The O. D. T. pointed out that limitations in the supply ¢ 
railroad passenger equipment would permit operation of vey respect 
few extra trains, and emphasized that accommodations fw No 
furlough and essential war business travel could in no cag those e: 
be assured unless civilians cooperated fully in the O. D, 1) tion, e: 
request to refrain from all but the most urgent business trigje 1, 


between mid-December and mid-January. sce 
ae aR nC Admini 
UNION PACIFIC BROADCASTS is reas 


The first of a weekly series of half-hour radio programs oe 


planned to observe the 75th anniversary of the Union Pacift 

Railroad will be broadcast over a national network of se“ 
tions at 4 p. m., central war time, January 8, 1944. The po gation,’ 
grams will feature music, story telling and personal appea-™ I sul 
ances of outstanding Union Pacific workers and governors dj than | 
the states served by that railroad. According to W. M. Jeffeng§ not b 
president of the railroad, the programs will be “devoid of thy tator 
usual commercial announcements.” Many of the solosist wil of civ 
be people connected with the Union Pacific. Among them wil facilit 
be Grace McTernan, daughter of a retired conductor, aml and p 
Jack Wright, switch engine fireman. The broadcasts wig @é 0 
originate in the studios of station WOW, Omaha, Neb. Mig th 


Jeffers said he hoped they would “do a great deal to infom ae 
the people of the east about the people of the west and aboll a 
the states in which they live and work.” Pra 
gs 

N. Y. C. EMPLOYMENT CAMPAIGN by t 


Efforts being made by the New York Central to solve is train 
manpower problem were described in a statement issued WM} make 
the railroad’s president, F. E. Williamson, December 1. He zatio 
the railroads were having “much difficulty in obtaining adequalt actio 
forces to unload freight cars at terminal points,” and that th from 
condition was “doubly serious” because it delayed “the releat 
of cars urgently needed to keep the war load of the nati 
moving.” The New York Central was trying to solve the prob 
lem by hiring its own office forces and others as part-time 400% outs: 
week-end freight loaders and unloaders; by increasing the WHinoce 
of women, 8,000 of which had already been placed on the Miipern 
road in clerical, transportation and maintenance of way &iimen 
equipment work, and in hiring a “limited number” of keer 
brought from Mexico for track maintenance work. The railtoai pog; 
was using newspapers and the radio in its campaign to UB mitt 
more men, and was receiving the cooperation of the RailraiRsion 
Retirement Board in its effort, said he. pen: 
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Air Transportation 
ee ageaaaaaaaamaeasamsasaaassscammessssemsecas mae aesaaemumamasanias eee 


Air Transport Regulation 


In a statement—distributed by the Air Transport Associa- 
‘Btion of America—on H. R. 3420, the civil aviation bill favorably 
reported. by the House committee on interstate and foreign 
commerce, Chairman Lea, of the committee, attacked the minor- 
ity report opposing the bill as one of inaccuracy, misinformation 
and exaggerations. EP : 

The minority report charges that the committee bill ‘makes 
ible such large subsidies that our tax burden would become 
almost unbearable.” It charges that the bill provides that fed- 
eral funds may be used for acquiring, developing, maintaining, 
and operating, etc., airports and air navigation facilities, and 
that this “authorizes the opening of the federal treasury to large 
appropriations.” ‘ , : 

Chairman Lea, referring to such contentions of the minor- 
ity of the committee with respect to the federal government 
and airports, says that there is only one civil commercial air- 
port owned by the federal government in the United States— 
the Washington National Airport. 

“Typically commercial airports are municipally owned and 
operated,” says he. “No departure from our traditional policy 
in this respect is contemplated by the committee bill. The bill 
does, however, more effectively direct the activities of the Ad- 
ministrator towards securing a coherent program of airport 
development in consultation and cooperation with the state 
authorities. Under present law there is no definite require- 
ment for proper airport planning to assure against waste of 
funds. The Administrator, under this bill, can act only within 
the limits of available appropriations and subject to the ap- 
proval of the Commission.” 

Chairman Lea, answering the minority’s contention that 
the committee bill authorizes the opening of the federal Treas- 
ury to large appropriations, said the minority had “entirely 
misinterpreted” section 303 of the bill. 

Section 303 of the committee bill reads as follows with 
respect to the matter in controversy: 
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No federal funds, other than those expended under this act and 
those expended for military purposes, shall be expended for the acquisi- 
tion, establishment, construction, development, improvement, installa- 
tion, alteration, repair, maintenance, or operation of any airport or 
other air navigation facility, airport building, or other facility on or in 
connection with an airport, except upon written certification by the 
Administrator, with the approval of the Commission, that such project 
is reasonably necessary in the interest of civil aeronautics or national 
defense and that the resulting facilities will be reasonably safe and 
adequate for present and prospective aeronautical use. 
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_ “This section is not even the authorization of an appropri- 
ation,” says Mr. Lea. “It is simply a limitation on expenditures. 
In substance this section provides that funds expended other 

under this act, or other than for military purposes, shall 
not be expended without written certification by the Adminis- 
trator that the project is reasonably necessary in the interest 
of civil aeronautics, or national defense, and that the resulting 
facilities will be reasonably safe and adequate for their proper 
and prospective use. The agencies to which this section applies 
are outside agencies not controlled by the Administrator, such 
as the W. P. A. The section would give the Administrator 
power to veto a W. P. A. expenditure, for instance, which he 
found to be uneconomical or unjustified. It does not apply to 
appropriations to the Administrator. It restricts instead of 
authorizes expenditures.” 


As to civil pilot training at federal expense, objected to 
by the minority, Chairman Lea says authorization for such 
training is presently under a temporary law and that the bill 
makes the authorization permanent “but narrows the authori- 
zation to prevent direct government training and limits all 


action to available appropriations, if any, made by Congress 
m time to time.” 
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Payments to Carriers 


“Direct payments to air carriers for air transportation 
outside the continental United States and for experimental pur- 













































es jMerseS are provided for,” says the chairman. “This provision 
way eoctmits direct appropriations, rather than including such pay- 
of tose in the air mail appropriations. It is a matter of book- 
> railroal Poe ne only, growing out of recommendations made by the 






> to hi Ost Office Department. There is a new provision in the com- 
Railroall mittee bill to cover expense of maintaining compulsory exten- 
Sions of lines in foreign service, but in substance such com- 
®ensation is covered by existing law. . . . It should also be 
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kept in mind that federal facilities for air navigation are used 
by all classes of flying, civil and military, and that commercial 
airline use thereof represents only a small fraction. Mail pay- 
ments to domestic air carriers have for some time been less 
than the air mail postage revenue accruing to the Post Office 
Department. This bill does not increase mail payments.” 
Speaking generally of the bill, ‘Chairman Lea said: 


This bill looks to a greater civil aviation for America; to the ad- 
vancement of all its branches; to improved administration of its gov- 
ernmental regulation; to the improvement and extension of weather 
reporting service; to better provisions for air safety; to airport develop- 
ment of a type and uniformity to meet the growing needs of this new 
form of transportation; to the lessening of ground hazards to air navi- 
gation on and in the vicinity of airports; to the codification of our civil 
aviation law; and to practical planning for post-war usefulness of the 
airplane. 

The committee, conscious of that certain period ahead when great 
readjustments and expansions of civil aviation must occur, seeks to an- 
ticipate the conditions which must then be met and to provide a pro- 
gram of administration, operation and development which will meet the 
important problems of the post-war period. 


Government Ownership 


Provisions in the Committee bill relating to the controversy 
as to whether the bill opens the door to ownership and opera- 
tion of airports by the federal government, in addition to those 
of section 303 quoted are contained in section 302 of the bill. 


Section 302(a) of the bill reads: 


The Administrator is authorized, with the approval of the Com- 
mission, to designate and establish such civil airways as may be re- 
quired in the public interest. The Administrator is authorized, within 
the limits of available appropriations made by the Congress, (1) with 
the approval of the Commission, to acquire, establish, and improve air 
navigation facilities wherever necessary; (2) to operate and maintain 
such air navigation facilities; (3) to chart civil airways and arrange for 
the publication of maps of such airways, utilizing the facilities and 
assistance of existing agencies of the government so far as practicable; 
and (4) to provide necessary facilities and personnel for the regulation 
and protection of air traffic. 


The foregoing is a revision of the present law and the 
following words in the present law are omitted: 

Provided, That the Administrator shall not acquire any 
airport by purchase or condemnation.” 

In the definitions in the bill ‘air navigation facility” is 
defined as meaning “any facility used in, available for use in, 
or designed for use in, aid of air navigation, including airports, 
lights, any apparatus or equipment for disseminating weather 
information, for signaling, for radio-directional finding, or for 
radio or other electrical communication, and any other struc- 
ture or mechanism having a similar purpose for guiding or 
— flight in the air or the landing and take-off of air- 
craft.” 

Inclusion of the word “airports” as an “air navigation fa- 
cility” which section 302(a) authorizes the Administrator to 


se sguaaa operate and maintain would be a new addition to the 
aw. 


The bill defines “airport” as meaning “any area, whether 
on land or water, which is used for the landing and take-off of 
aircraft, whether or not facilities are provided for the shelter, 
servicing, or repair of aircraft, or for receiving or discharging 
passengers or cargo.” 


In the definition of “air navigation facility” the Lea bill 
substitutes “airports” for “landing areas” in the present law. 
“This change is desirable because of the confusion which 
has arisen in connection with the use of the term ‘landing 
area,’ and because no purpose is served by retaining a distinc- 
tion between a ‘landing area’ and an ‘airport’ as those terms 


— used in the present bill,” says the majority report on the 
bill. 


Surface Carriers and Air Lines 


Chairman Lea points out that, with respect to surface 
carrier control of aviation, the committee bill proposes no 
change in the present law which requires the regulating agency, 
in passing on applications of surface carriers to acquire control 
of air carriers, to find that the “transaction proposed will pro- 
mote the public interest by enabling such carrier other than 
an air carrier to use aircraft to public advantage in its opera- 
tion and will not restrain competition.” He objected to a 
proposal in H. R. 3491, the Reece bill reflecting views of the 
minority of the committee, to permit subsidiaries or affiliates 
of surface carriers to engage in air transportation, subject to 
commission approval, without requiring a finding by the com- 
mission such as the present law requires. 

Chairman Lea charged that the minority was proposing 
that “‘all forms of transportation be intermingled and that tradi- 
tional congressional safeguards be destroyed.” 
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“Thus would laid the foundation for a great system of 
transportation monopoly,” said he. 

The minority report said that surface agencies were ex- 
perienced in the transportation field and had adequate capital. 
It said such agencies would, of course, be subject to the same 
tests as to public convenience and necessity to engage in the 
business as anyone else engaging in air transportation. Cer- 
tainly the regulating agency, it contended, could be trusted 
not to issue a certificate to a surface transportation company 
unless it was clearly in the public interest. 


Steamship-Air Operations 


In a letter to Chairman Lea, Chairman Land, of the Mari- 
time Commission, proposed inclusion of provisions in the pend- 
ing legislation on air transport regulation to remove restric- 
tions on ownership, operation or control by a steamship com- 
pany of an air carrier engaged in foreign air commerce or in 
air commerce between continental United States and a U. S. 
territory or possession or between one such territory or posses- 
sion and another territory or possession. An air carrier so 
owned, operated or controlled would, however, have to comply 
with the proposed requirements as to obtaining a certificate 
of convenience and necessity for engaging in such air operations, 
under the commission’s proposal. 

“It has become obvious,” said the commission chairman 
in his letter, “that under postwar conditions the airplane will 
be a useful instrumentality in connection with the operation 
of the American merchant marine. Such joint operation has 
been restricted by administrative action so as to limit greatly or 
destroy the effectiveness of the airplane in connection with 
steamship operation. It would be lamentable if either by 
legislation or administrative action, an American steamship 
company were precluded under proper conditions from oper- 
ation airplanes—which promise to be essential to their post- 
war operation. Airplane operation is actively planned by for- 
eign competitors of our merchant marine, with the apparent 
sanction of their governments. . . . There is no restriction in 
our law (including administrative interpretation) against the 
ownership by foreign steamship lines of foreign air lines, both 
of which compete with out steamship companies. In the 
judgment of the commission, for this reason and many others, 
no handicap should be placed on American steamship com- 
panies in this connection. .. .” 

He cited from the merchant marine act of 1936 a provision 
to the effect that the commission was directed to cooperate 
with ship owners in devising means for the use of transoceanic 
aircraft service in connection with or in lieu of express-liner 
or super-liner vessels. He said that the commission had had 
conferences with many steamship operators. “touching this 
subject” and that the commission was convinced that “any 
delay in determining this vital question will hamper the com- 
mission in making its postwar shipping plans and handicap 
the American merchant marine. He sent copies of his letter 
to Chairman Bland, of the House merchant marine committee, 
and Chairman Bailey, of the Senate commerce committee. 


Opposition to Bill 


Representative Miller, of Connecticut, in extension of re- 
marks -in the Congressional Record of November 29, submitted 
a copy of a letter received by him from “an official of one of 
our major Connecticut industries. I have purposely left out 
the name of the company and the signer of the letter. ... 
I am submitting this letter to indicate to members of this 
House just what is back of some of the mail they are receiving 


in support of the Lea bill (H. R. 3420).” The letter in question 
follows: 


Dear Bill: In reply to your query asking for further expression of 
opinion on the Lea bill, would say that I have checked on this thing to 
considerable lengths since receiving your letter. 

Frankly, we were approached by the American Airways to lend our 
support to this bill. Based on their statement that it was for the pur- 
pose of putting the transport companies under the same general regula- 
tions as are the railroads on rates from a competitive angle—with which 
idea we heartily concur—we felt we should go along. 

However, on further investigation we do find there are several ob- 
jectionable features to this bill which should either be struck out or 
modified; namely, the imposition of federal control on state- or city- 
owned airports as well as intrastate service. 

Furthermore, any move to limit the activities of private develop- 
ment of airway facilities or training for air-service work: should not be 
incorporated in any federal I. C. C. airways bill. 

I wish you would send me a copy of the present bill with any sug- 
gested amendments which have been approved to date, as I have been 
talking this matter over with not only our chamber of commerce, but 
also the Connecticut Development Commission. 


Mr. Miller also submitted a resolution adopted by the 
directors of the Connecticut Chamber of Commerce, Inc., at a 
meeting held November 10, expressing opposition to the Lea 
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bill. The resolution merely directed the president of 
Chamber to prepare and transmit a letter to the Connectig 
senators and representatives, expressing opposition to the bij 


N. A. A. Protest 


The National Aeronautic Association, whose members}; 
includes chambers of commerce,. aircraft manufacturers, airlin 
operators, private plane owners and others interested in ayjatj 
development, by Gill Robb Wilson, president, has written the 
House committee on interstate and foreign commerce that the 
statement appearing in the committee’s report on H. R, 349) 
the Lea bill, that the association was supporting that bill, 
incorrect. 

Mr. Wilson said the association had never taken a position 
for or against H. R.-1012, which was redrafted into H. R. 
or on the redrafted measure, until Nov. 13, when the boayj 
of directors of the association went on record against H. R., 340) 
in its present form and directed that a committee be appointy 
by the president of the association to make a detailed stujy 
of the bill and to report on those features of the proposed legis. 
lation that, in the judgment of the committee, were githy 
constructive or not constructive. 

In his letter to the members of the House committe 
Mr. Wilson said he had favored some provisions and oppose 
others in the proposed legislation as it was developed fron 
time to time, “but the measure itself has never satisfied my 
convictions either in its definitions or in certain other pg. 
ticulars.” 


Conn on Air Bill 


Donald D. Conn, executive vice-president, Transportation 
Association of America, in a letter to Congressman Bulwink 
of North Carolina, denies the charge that the association js 
“only a cloak for a railroad lobby.” The charge was mak 
by the congressman, who is author of H. R. 3421, a bill t 
prohibit ownership of airlines by surface transportation com 
panies, in a statement recently printed: in Skyways, an avi: 
tion magazine. 


Mr. Conn says the Transportation Association “was pat 
terned to carry out a recommendation of Congress itself” in 
the transportation report of the joint commission of agri. 
tural inquiry; that the organization committee ‘was compose 
of a president of a national farm organization, three executive 
of industrial shippers and two officers of insurance companies’, 
that “all principal forms of transportation, of farm, trade ani 
civic groups were consulted from the beginning” and invited 
to participate as members “on the same relative terms ani 
conditions,” and that “the organization of this association wa 
not so much as even suggested by an official of a railroad o 
the Association of American Railroads.” 


The Air Transport Association early adopted the policy d 
having its members become members of the Transportation As 
sociation, individually instead of taking out a blanket member 
ship in the name. of the air association, says Mr. Conn, quoting 
a memorandum of the Air Transport Association to the effet 
that “the success of the sound constructive program of tlt 
Transportation Association of America depends largely on tt 
number of individual members, including leading railroats 
banks and insurance companies, industrial organizations and al 
lines.” The association, he.continues, opposed the adoptidt 
of the civil aeronautics act in 1938 on the ground thati 
would divide transportation regulation between gove 
agencies, whereupon the airlines refused to renew their met 
berships. Railroads, he adds, are in minority membership 
and any member paying yearly dues of more than five dollas 
“receives one vote at the annual meeting, regardless of th 
size of the corporation or the amount of annual subscriptio. 


Shippers, he adds, “constitute over two-thirds of the asso§ 


tion’s voting membership.” 
Fears expressed by Congressman Bulwinkle that railroad 

would dominate all forms of transportation under a 

of integration, are ill-founded, says the letter. Public expen! 


tures on certain types of transportation—highways, waterwal! 


and airways—it says, total over $18,000,000,000, ‘or nearly & 
much as the depreciated investment of the railroads.” 
contrast, it adds, “is not how big the railroads are as ch 
pared with other branches of the industry, but that 
must pay all of their costs while government taxation develo 
and maintains a large part of the cost of the rights-ofw 
for the other forms of transport.” 

All forms of transportation draw from the same soul® 
of capital, it says. The congressman’s assertion that a prog 
of integration “would disastrously curb the development 
air transportation and other forms of transportation 0 
peting with the railroads,” is “pure assumption”; the pro 
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H. R. 3421 is to establish a “transportation policy for the 
war period without any consideration whatever of the over- 
all common carrier transportation problem,” it says. 
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¢, A. B. on Foreign Air Rights 


In a memorandum to “all holders of and applicants for cer- 
tificates of convenience and necessity,” issued Dec. 2, the Civil 
Aeronautics Board, explaining the policy of the federal govern- 
ment toward the making of independent approaches to foreign 
governments by individual air carriers of the United States, 
gid that acquisition of landing rights in foreign countries by 
intergovernmental negotiation was expected to be the usual 

dure, but that this practice was not to be arbitrary or 
fexible and that “any carrier is of course at liberty to present 
any unusual or compelling reasons which the carrier feels would 
iystify its conduct of independent negotiations abroad.” 

The board said that it and the State Department, after the 
jsuance last October of their joint press statement on the 
procedure to be followed in dealing with applications for foreign 
routes (see Traffic World, Oct. 23, p. 1019), had received in- 
quiries as to whether it would be consistent with governmental 
policy for individual carriers to make direct approaches to a 
foreign government or a foreign air carrier with a view to ob- 
taining landing rights or making operational arrangements. 

“In answering these inquiries,” said the board, “it might 
be well to cite a few of the reasons for acquiring foreign landing 
rights on the general basis indicated in the joint press state- 
ment. The principal reasons are: (a) The desire to avoid a 
confusing and perhaps embarrassing situation resulting from 
several carriers competing with each other in negotiations 
with foreign governments or foreign carriers; (b) the desir- 
ability of avoiding a situation whereby a carrier which had 
successfully concluded such foreign negotiations, was later 
denied a certificate by the Civil Aeronautics Board on the 
grounds that convenience and necessity did not justify the 
operation contemplated; (c) the desire to avoid the possibility 
of any exclusive arrangements being negotiated by an indi- 
vidual carrier which would’ be designed to restrict the power 
of selection of operating carrier by the Civil Aeronautics Board. 
In the interest of equity to all U. S. air carriers, the board 
could not be influenced in the final selection of a carrier by 
consideration of special or private arrangements previously con- 
cluded by that carrier on its own initiative.” 

The board said that a carrier undertaking independent 
negotiations abroad should, if possible, state the “unusual or 
compelling” reasons for so doing at the time it files its appli- 
cation with the board. 
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Pogue on Air Transport Future 


_ Transfer of second-class mail and parcel post to air car- 
ners would have a profound effect on the development of air 
transportation as well as on the nation, said L. Welch Pogue, 
chairman of the Civil Aeronautics Board, in an address before 
the Chamber of Commerce of Des Moines, Ia., in which he dis- 


cussed the outlook for development of aviation generally in the 
postwar years. 


There are scores of billions of pound-miles of second-class 
mail and nearly one and three-quarters trillion pound-miles of 
parcel post,” he said. “I am not prepared to say at this time 
how soon it would be advisable or feasible to transfer this to 
the air. Railroad parcel post and rural delivery were important 
factors in the development of America’s huge mail order busi- 
ness. What might air parcel post do? If second-class mail were 
to be transported by air, might we not have national daily 


newspapers as well as national weekly and monthly news maga- 
zines ?”” 
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He said it seemed “a natural, progressive step” that first- 
class mail should be transported by air. Such transportation, 
he added, would not require thousands of airplanes for handling 
of the mail. 

“The airlines today, as a matter of fact, with only slightly 
more than 50 per cent of the equipment which they had about 
a year and a half ago,” he continued, “are carrying nearly twice 
a much mail, or around 55 billion pound-miles of air mail 
yearly. This volume of air mail represents approximately a 
third of the total of around 150 billion pound-miles of non-local 
first-class mail carried by all forms of transportation in 1941, 
and many millions, perhaps billions of pound-miles of this grand 
total was made up of mail of exceedingly short haul not adapt- 
able to air transportation. I believe this transfer of first-class 
mail to the air will come, and it will have a great effect upon 
the business and social life of the nation.” 
€ expressed a belief that air transportation after the war 
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would develop with great rapidity, and that business and po- 
litical results would “quickly and profoundly” affect every 
community and every nation.” 

“We see constantly in treatises on economics and trans- 
portation such topics as, ‘development of transportation in the 
United States’,” he said, ‘I believe these titles should read, 
‘development of the United States by transportation.’ The 
growth of our country parallels the development of inland 
waterways, roads, canals, railroads, pipelines and highways. 
Air transportation has recently made the force of its contri- 
bution felt: Tomorrow it will become a major instrument in 
that development.” 


On the question of sources of air traffic of the future he 
said: 


To limit the future size of air transportation to the traffic it might 
take from surface carriers would constitute a shallow perception in 
our vision of the future. By the same process of reasoning we might, 
ninety or a hundred years ago, have appraised the future of the rail- 
roads in terms of the freight traffic which they could divert from the 
canals and inland waterways; we might have said that the railroads’ 
mail potential was limited to that carried by the Pony Express and 
that its passenger traffic would be drawn only from those intrepid 
enough to undertake a journey in a covered wagon or a stagecoach. 
Each form of transportation has the sphere of its greatest economic 
utility. Air transporfation is still in the process of defining its exact 
level, of diverting and creating new traffic. 

The passengers carried by the domestic airlines in 1941 repre- 
sented only .55 of 1 per cent of the total number of passengers carried 
by all means of transportation in the United States in that year. In 
pointing out this sharp contrast between the performace of air and 
other forms of transportation, I wish neither to minimize the signifi- 
cance of the air achievement, nor to imply that within a span of a few 
short years air transportation will have absorbed all this traffic. Much 
of the traffic carried by other forms of transportation is extremely 
short-haul traffic which might not well be quickly or ever adaptable 
to air transportation. But there is nevertheless a great potential 
existing in the passengers who presently travel on the ground. 


Mr. Pogue took the position that those in the aircraft 
manufacturing industry who were skeptical about the possi- 
bilities of helicopters represented a conservative viewpoint, and 
said he believed helicopters would be perfected in a much 
shorter period than was the conventional type of aircraft. 


HAWAIIAN AIRLINES MAIL RATE 


In No. 837, Hawaiian Airlines, Ltd., Mail Rates, the Civil 
Aeronautics Board has prescribed as “fair and reasonable” a 
rate of 0.3 mill a pound-mile for transportation of mail by 
aircraft by Hawaiian Airlines, Ltd., effective as of Feb. 1, 
1943, and computed on a direct airport-to-airport basis. The 
carrier’s previous rate was 25 cents an airplane mile. 

The board observed that Board Member Harllee Branch 
concurred with it “for the first time” on the 0.3 mill a pound- 
mile rate, the basis adopted by the board in several other air 
mail rate cases. Mr. Branch wrote a concurring expression 
in which he said: 


According to the estimates of future operations under the 0.3 mill 
per pound mile rate, this carrier will earn after federal income taxes 
at 40 per cent a net profit of 13.42 per cent on that portion of its in- 
vestment allocated to the mail service; and from combined commercial 
and mail services it will realize a net overall profit of 41.61 per cent 
after federal income taxes as 40 per cent. 


The board said in its report that Hawaiian Airlines op- 
erated 1,311 scheduled miles daily, on a direct airport-to-air- 
port basis, in the Territory of Hawaii—between Honolulu and 
Hilo and Honolulu and Barking Sands—using three DC-3’s and 
three Sikorsky S-43 amphibian planes. 


On the basis of the new mail rate, said the board, the car- 
rier’s annual mail revenue for the future was estimated at 
$13,706, and its profits from its entire passenger, property and 
mail operation were estimated at $569,741 before federal in- 
come taxes. 


Air Certificate Applications 


Braniff Airways, Inc., of Dallas, Tex., has proposed air 
transportation service between the United States and Mexico 
City, and Pennsylvania-Central Airlines Corporation has pro- 
posed air transport operations between the capitals of the 
United States and Canada, in new applications filed with the 
Civil Aeronautics Board. 

In its application, docketed as No. 1194, Braniff Airways 
asks authority to transport passengers, mail and express be- 
tween Laredo, Tex., and Nuevo Laredo, Mexico, on the one 
hand, and Mexico City, on the other, via Monterrey, Mexico, 
in scheduled operations. : 

Pennsylvania-Central, in No. 1195, proposes extension of 
its present route between Washington, D. C., and Buffalo, N. Y., 
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to Ottawa, Ontario, Canada. It asks for a permanent and/or 
temporary certificate authorizing the new operation. In an 
announcement of the filing of the application, it said that there 
was no air service at the present time between Washington and 
Ottawa. 

In No. 1196, Aerovias Nacionales Puerto Rico, Inc., of San 
Juan, Puerto Rico, asks authority to institute scheduled air 
transportation of persons, property and mail between San Juan, 
on the one hand, and, on the other, Ciudad Trujillo, San Pedro 
Macoris and Santiago de los Caballeros, Dominican Republic; 
Santiago de Cuba, Cuba; and Port-au-Prince and Cape Haitien, 
Haiti. 

Other new applications filed with the C. A. B. are the 
following: 

No. 1191, Landon Lawson Clevinger, Centralia, Wash.; scheduled 
and non-scheduied transportation of persons, property and mail, by 
helicopter, over ‘‘circle route’’ beginning and ending in Portland, Ore., 
with service to 16 other Oregon cities and towns; also, non-scheduled 
transportation of aircraft film, magazine and newspaper service, in- 
cluding motion picture film, advertising and other theater supplies; 
magazines and metropolitan newspapers from Portland, Ore., and 
Seattle, Wash., to any point within radius of 300 miles of those cities, 
in continental U. S. 

No. 1192, Massey & Ransom Flying Service, Inc., Fort Collins, 
Colo.; scheduled transportation of persons, property and mail over two 
“circle routes’? beginning and ending in Denver, Colo., and serving 
specified cities and towns in Colorado, Wyoming and Nebraska as inter- 
mediate points, and, in seasonal operations, between Longmont and 
Fort Collins, Colo. 

No. 1193, Walter S. Fullwood and Clyde H. Roquemore, McAllen, 
Tex.; scheduled transportation of persons, property and mail between 
McAllen and Corpus Christi, Tex. ’ 


CARIBBEAN AIR SERVICE 


Examiners Francis W. Brown and H. Heinrich Spang, of 
the Civil Aeronautics Board, have issued a prehearing confer- 
ence report in No. 525 et al., Additional Service to Mexico, 
Central and South America and the Caribbean, setting March 15, 
1944, as the tentative date for the hearing in the proceeding 
and dividing the applications involved into two groups: (1) 
those proposing service in Mexico, Central America and the 
Caribbean, and (2) those proposing service to South America 
in addition to other points. 

In group No. 1 the examiners placed the following appli- 
cants: American Airlines, American Export Airlines, Caribbean- 
Atlantic Airlines, Delta Air Corporation, Grace Lines, Interna- 
tional Airways, Pennsylvania-Central Airlines, United Fruit 
Co., and Waterman Airlines. In group No. 2 they placed 
Braniff Airways, Chicago & Southern Airlines, Eastern Air 
Lines, Gordons North South Air Lines, Moore-McCormack 
Lines, National Airlines, Pan American Airways, Panagra, and 
Western Airlines. 


A. T. A. AIR COMMITTEE 


Ted V. Rodgers, president of the American Trucking Asso- 
ciations, Inc., has appointed Chester G. Moore, managing di- 
rector, Central Motor Freight Association, Chicago, secretary 
of the association, chairman of a committee to cooperate with 
Air Cargo, Inc., in the study of the possibilities of postwar 
air cargo transportation and its potential effects on the truck- 
ing business. Other members of the committee are: . 


Leland James, Consolidated Freightways, Portland, Ore.; C. E. 
Hanna, Best Motor Lines, Dallas, Texas; H. E. Howell, Associated 
Transport, Inc., Hartford, Conn.; J. D. Kluttz, Harris Motor Lines, 
Charlotte, N. C.; William Husmann, Husman and Roper, St. Louis, 
Mo.; Dabney T. Waring, Middle Atlantic States Motor Carriers’ Con- 
ference, Washington, D. C. 


_ Mr. Moore said no plans had as yet been made for insti- 
tuting the studies and investigations for which the committee 
was created. 


PANAGRA SERVICE INCREASES 


Recent allocation to the Pan American-Grace Airways of 
three Douglas DC-3A aircraft, has permitted increased pas- 
senger and cargo service, effective December 8, the airways 
announce. Flights across Bolivia, connection with Panair at 
Corumba, have been increased from two to three weekly; 
services between the United States and Chile have been in- 
creased from four to five flights weekly in the sector between 
Lima and Santiago, and the service between the United States 
and Buenos Aires has been increased from seven to eight flights 
weekly through connections on the route between Lima and 
Buenos Aires. 


R. C. C. LIQUIDATING PAYMENT 
E. G. Buckland, president, Railroad Credit Corporation, 
has announced a liquidating distribution of two per cent of the 
fund contributed by carriers participating in the marshalling 
and distributing plan, 1931. The distribution would amount to 
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$1,452,550.92, he. said, and that of this amount $1,317 6 | 
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Railroad Earnings 64,413 


Class I railroads of the United States in October, 1943 }, 


an estimated net income, after interest and rentals, of $i, 

600,000, compared with $135,538,275 in October, 1942, aco: U. S. 
ing to reports filed by the carriers with the Bureau of Railjamtreight Cc 
Economics of the Association of American Railroads, Clasg jfmservice d 
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railroads in October, 1943, had a net railway operating inegy 
before interest and rentals, of $113,083,851 compared with} 
net railway operating income of $184,779,795 in October, 194) 
October was the fifth consecutive month in which the w 
earnings of the carriers had shown a decline, said the bury 

Operating revenues for the month of October totaled STK, 
282,011 compared with $745,584,148 in October, 1942, yw, 
operating expenses totaled $513,570,515 compared with $4ls. 
430,354 in the same month last year. 

Class I railroads in the ten months ended October 31 
1943, had a net railway operating income, before interest ay 
rentals, of $1,188,410,005 compared with $1,161,080,771 in ty 
same period in 1942. Those same railroads in the first t 
months of this year had an estimated net income, after intepy 
and rentals, of $778,800,000 compared with $709,230,885 in thy 
corresponding period of 1942. 

In the twelve months ended October 31, 1943, the rate ¢ 
return on property investment averaged 5.59 per cent compan 
with a rate of return of 4.92 per cent for the twelve month 
ended October 31, 1942, said the bureau, adding: 


The earnings reported above as net railway operating income, m 
resent the amount left after the payment of operating expenses aj 
taxes, but before interest, rentals and other fixed charges are paii 
Property investment is the value of road and equipment as shown 
the books of the railways including materials, supplies and cash, 

This compilation as to earnings for the ten months of 19% 4 
based on reports from all .Class I railroads, representing a total ¢ 
229,294 miles. 

Total operating revenues in the ten months of 1943 totaled $7.51), 
907,553 compared with $6,073,123,636 in the same period in 194 ¢ 
an increase of 23.7 per cent. Operating expenses in the ten months ¢ 
1943, amounted to $4,556,089,793 compared with $3,763,167,750 in th 
corresponding period of 1942, or an increase of 21.1 per cent, 

Class I railroads in the ten months of 1943 paid $1,606,604,616 i 
taxes compared with $1,000,203,529 in the same period in 1942. Fw 
the month of October alone, the tax bill of the Class I railroai 
amounted to $154,061,886, an increase of $26,412,691 or 20.7 per cat 
above October, 1942. 

Twelve Class I railroads failed to earn interest and rentals in th 
ten months of 1943, of which five were in the Eastern District, tw 
in the Southern Region, and five in the Western District. 


Eastern District 


Class I railroads in the Eastern District in the ten months of thi 
year had an estimated net income, after interest and rentals, 1 
$320,500,000 compared with $298,059,164 in the same period last ye 
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Those same roads in the ten months of 1943 had a net fr _ 8 
operating income, before interest and rentals of $486,100,147 compart Per ce 
with $478,830,973 in the same period in 1942. Per ce 


Operating revenues of the Class I railroads in the Eastern Distt) 
in the ten months of 1943 totaled $3,318,760,100, an increase of Il 
per cent compared with the same period in 1942, while operating & 
penses totaled $2,127,987,336, an increase of 17.4 per cent above l# E 

Class I railroads in the Eastern District for the month of Octoté) Nov 
alone had an estimated net income, after interest and _ rentals @ e 
$25,100,000 compared with $53,643,795 in October, 1942. Net railw 
operating income, before interest and rentals, in October amounted 
$41,063,819 compared with $73,147,029 in October, 1942. 

Southern Region 

Class I railroads in the Southern Region in the ten months of " 
year had an estimated net income, after interest and rentals of $l 
400,000 compared with $111,086,828 in the same period last year. 

Those same roads in the ten months of 1943 had a net railwi 
operating income, before interest and rentals of $171,877,982 compalé 
with $166,045,751 in the same period of 1942. 

Operating revenues of the Class I railroads in the Southern Reg 
in the ten months of 1943 totaled $1,074,177,039, an increase of 
per cent compared with the same period of 1942, while operatill 
expenses totaled $611,661,097, an increase of 21.1 per cent above 1% 

Class I railroads in the Southern Region for the month of Octom 
alone had an estimated net income, after interest and rentals 
$9,200,000 compared with $15,698,963 in October, 1942. Net ralimy 
operating income, before interest and rentals, in October amounted ‘ 
$14,855,619 compared with $21,553,216 in October, 1942. , 


Western District ¥ 


Class I railroads in the Western District in the ten months of! 
year had an estimated net income, after interest and rentals of * 
900,000 compared with $300,084,893 in the same period last year. 
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Those same roads in the ten months of 1943 had a net railway 
ting income, before interest and rentals, of $530,431,876 compared 
‘ith $516,204,047 in the same period in 1942. 

Operating revenues of the Class I railroads in the Western District 
| the ten months of 1943 totaled $3,117,970,414, an increase of 30.4 
cent compared w:th the same period in 1942, while operating 
nenses totaled $1,816,441,360, an increase of 25.7 per cent above 1942. 
Class I railroads in the Western District for the months of October 
one had an estimated net income, after interest and rentals, of 
49 300,000 compared with $66,195,517 in October, 1942. Net railway 
pperating income, before interest and rentals, in October amounted to 
57,164,413 compared with $90,079,550 in October, 1942. 


all ¢ 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 22,238 
might cars for the week ended Nov. 20, according to the car 
‘Brvice division of the Association of American Railroads. It 
Byas made up as follows: Plain box, 4,398; auto box, 322; flat, 
99; gondola, 4,020; hopper, 6,157; miscellaneous, 6,952. 
For the week ended Nov. 27, U. S. railroads reported a 
daily average surplus of freight cars of 16,761, made up as fol- 
lows: Plain box, 3,899; auto box, 146; flat, 365; gondola, 1,648; 
hopper, 1,432; miscellaneous, 9,271. 


Accident Reports 


The Commission, in a report written by Commissioner 
‘Bpatterson, Investigation No. 2733, dealing with a derailment 
‘of a passenger train on the Atlantic Coast Line Railroad at: 
Bellbluff, Va., Oct. 17, in which one passenger was killed, seven 
‘Bwere injured, and one dining-car employe was injured, said the 
‘accident had been caused by a broken rail. The train was 
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Revenue Freight Loading 

Revenue freight loading the week ended November 27 
totaled 820,082 cars, according to the Association of American 
Railroads. This was 62,205 cars or 7.1 per cent under the pre- 
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moving at a speed of 65 to 70 miles an hour, in territory where 
the maximum authorized speed for the train was 75 miles an 
hour, the report said. The rear truck of the eighth car, and 
the ninth to the thirteenth cars, inclusive, were derailed. 


The report said the track involved had last been inspected 
by the section foreman from his motor car on the day preced- 
ing the accident. It said he had performed work in the imme- 
diate vicinity of the rail involved and had made visual observa- 
tion of it, but had not considered it to be in defective condition. 
The roadmaster had said that when a detector car was oper- 
ated over the section on Oct. 7, he had walked in the center of 
the track and had examined the rail burns on the rail involved, 
but had failed to find any condition which would render it 
unsafe for further use. It was the practice of the railroad that 
when rail burns were found on the head of the rail, the section 
foreman or the roadmaster decided if the rail should be re- 
placed, unless the detector car tape had indicated that a de- 
fective condition existed, the report said, adding that the rail- 
road had used the services of a detector car over the more 
important tracks at intervals of about one year. It said that, 
on the section involved, in a 12-month period preceding the 
day of the accident, five defective rails had been removed, of 
which, it said, two had been the result of rail burns. ¢ 


Southern Pacific 


A report of the Commission, written by Commissioner Pat- 
terson, covering a rear-end collision between a freight train 
and a passenger train on the line of the Southern Pacific near 
Junction City, Ore., Oct. 8, investigation No. 2732, said the 
accident had been caused by failure to operate the following 
train in accordance with signal indications. It could not be 
determined why the following train had not been operated in 
accordance with the stop indication displayed by one signal, 
and the proceed-with-caution indication displayed by. another, 
it said, because the fireman and engineer of the following train 
were killed in the accident. The report said that the accident 
had also resulted in the injury of 10 passengers and of one 
employe. 

Milwaukee Road 
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s shown ygeceding week due to the Thanksgiving Day holiday, 76,618 cars Commenting on the fact that the railroad experience of 
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or; and 4,098 cars or 5.3 per cent under the corresponding week of ranged only from 4 months to 15 days, the Commission, in a 
et | ee ; hy report written by Commissioner Patterson covering rear-end 
aled $154 Detailed statistics prepared by the car service division of collision between two freight trains on the Milwaukee line, at 
in 1912 ofp tte Association of American Railroads follow: Red Wing, Minn., Nov. 2, said the accident had been caused 
1 months ¢ 
750 in th Revenue Freight Car Loading—Week Ended Saturday, Nov. 27 
— ss Grain ana Live Forest Mase. 
: ' a A, grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
‘1 a { 1943 50,889 16,041 181,812 15,242 41,905 49,652 96,123 368,418 820,082 
7 aaa DIOR .iicck na csweasedace 1942 39,093 17,001 153,597 13,771 36,447 44,451 81,789 357,315 743,464 
‘TD {1941 40,902 14,647 164,310 13,370 44,447 47,396 152,503 388,605 866,180 
tele Preceding week November 20..... 1943 55,055 22,397 188,273 15,218 45,883 49,070 106,346 400,045 882,287 
i ; Per cent increase over............ 1942 30.2 18.4 10.7 15.0 The 17.5 3.1 10.3 
Strict, WHE Per cent decrease under.......... 1942 5.7 
we vee — — Sere t aaa 24.4 9.5 10.7 14.0 4.8 
r cent decrease under.......... 1 5.7 37.0 5.2 5.3 
iths of thi (1943 2,447,596 770,704 7,804,211 691,761 2,056,145 2,735,214 4,673,527 18,148,559 39,327,717 
rentals, dq cumulative 48 weeks to Nov. 2741942 2,000,487 681,484 7,748,527 673,625 2,302,747 2,949,052 5,244,826 18,387,269 39,988,017 
1 last yeu (1941 1,867,505 597,759 7,016,366 623,034 2,033,962 2,604,854 7,459,140 17,041,174 39,243,794 
nat veer increase over............ 1942 22.4 13.1 be 27 
7 sal T cent decrease under.......... 1942 10.7 7.3 10.9 1.3 x Oy 
combi" Per cent increase over............ 1941 31.1 28.9 11.2 11.0 11 5.0 6.5 2 
ern Disttid Per cent decrease under.......... 1941 37.4 
, — 
yee Per cent to 15-year average 120.4. 
above 1M ‘i ; ee a EPP al ae ig TER AP ai NE Me ik TR ag aR 
of Octo. Revenue freight loading statistics for the week ended by failure properly to control the speed of the following train 
rentals eeeeber 20, prepared by the car service division of the moving on a siding. The report said the flagman of the train 
Jet railwg on of American Railroads, follow (see Traffic World, which had been standing in the siding for over an hour when 
mounted #% Nov. 27) : the rear-end collision occurred, had been killed. It said the 
Revenue Freight Car Loading—Week Ended Saturday, Nov. 20 
nths of thi Grain and Live Forest Mdse. 
ils of $ill grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
_ year. 1 { 1943 55,055 22,397 188,273 15,218 45,883 49,070 106,346 400,045 882,287 
net railwjme ‘tal all roads ................. 4 1942 45,758 19,706 167,436 14,475 42,197 58,411 91,562 397,217 ‘836,762 
2 compatti Pree (1941 41,022 13,201 130,208 11,673 39,725 55,027 141,257 367,273 799,386 
+# eding week November 13..... 1943 51,995 26,157 167,133 14,198 42,978 44,275 107,320 393,627 847,683 
1ern Regi Per cent increase over............ 1942 20.3 13.7 12.4 5.1 8.7 16.1 Py | 5.4 
ase of Mme.*T Cent decrease under.......... 1942 16.0 
> operalill © T cent increase over............ 1941 34.2 69.7 44.6 30.4 15.5 8.9 10.4 
above im Cent decrease under.......... 1941 10.8 24.7 
of Octolt Camul {1943 2,396,707 754,663 7,622,399 676,519 2,014,240 2,685,562 4,577,404 17,780,141 38,507,635 
rentals @ ulative 47 weeks to Nov. 2041942 1,961,394 664,483 7,594,930 659,854 2,266,300 2,904,601 5,163,037 18,029,954 39,244,553 
jet rail p,. (1941 1,826,603 583,112 6,852,056 609,664 1,989,515 2,557,458 7,306,637 16,652,569 38,377,614 
mountel Wi po. ne mene RECT Ce 1942 22.2 13.6 4 2.5 
ecrease under.......... 1942 11.1 7.6 11.4 1.4 1.9 
a cent increase over............ 1941 31.2 29.4 11:2 11.0 1.2 5.0 6.8 3 
@‘* cent decrease under.......... 1941 37.4 
aths of & Fas, 
Is of $* Per cent to 15-year average 126.7. 


year. 
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rules governing the operation on the line provided that a train 
moving on a siding must be operated at restricted speed and 
be prepared to stop short of a train or an obstruction. Mem- 
bers of the crew of the following train had said that after their 
train entered the siding the speed had not been in excess of six 
miles an hour, the report said. 


RAIL DEPRECIATION RATES 


By sub-orders Nos. SE 717, 718, 719, 720, 382-C, 395-B, 
396-B, and 297-C, dated Nov. 18, the Commission has published 
depreciation rates for equipment of the following railroads, in 
accordance with the provisions of the “Uniform System of Ac- 
counts for Steam Railroads’: Chicago Great Western Railway 
Co.; Gainesville Midland Railroad Co.; Klamath Northern Rail- 
way Co.; Norfolk Southern Railway Co.; Northwestern Pacific 
Railroad Co.; San Diego & Arizona Eastern Railway Co.; South- 
ern Pacific Co.; and Texas & New Orleans Railroad Co., re- 
spectively. 


PETROLEUM TRANSPORTATION 


Appointment of George A. Wilson to the position of 
director of its transportation division has been announced 
by the Petroleum Administration for War. He succeeds J. R. 
Parten, who has resigned to return to private business. 

On leave from the Standard Oil Company of Louisiana, 
where he headed the production, pipeline and crude oil law 
department at Shreveport, Mr. Wilson joined the petroleum 
administration in April, 1942, as Mr. Parten’s assistant. 

Deputy Administrator Ralph K. Davies pointed out that 
Mr. Wilson had been executive officer of the P. A. W. trans- 
portation division since coming to the agency, and as such 
had worked closely with the retiring director on all phases 
of oil transportation—pipelines, tank cars, barges, lake tankers 
and tank trucks. Because of this experience, Mr. Davies said, 
he regarded as well qualified to carry on the job which Mr. 
Parten has directed through the emergency period. 

Pipeline movement of oil into the east coast area averaged 
482,457 barrels a day while rail tank car movements average 
687,402 barrels a day in the week ended November 27, accord- 
— to reports received by the Petroleum Administration for 

ar. 
The pipeline movement was unusually high, said Deputy 
Petroleum Administrator Davies, adding that the movement 
would probably stabilize through December at a lower figure. 
He said cold weather had the effect of slowing down the flow 
of oil through a pipeline. 

Tank car totals, said Mr. Davies, no longer had the sig- 
nificance they had last winter inasmuch as pipeline and water 
movements had become such important factors. 

Opening of the 20-inch pipeline from Beaumont, Tex., to 
the east early in 1944, said he, would substantially improve 
the east coast transportation picture, within the limitations of 
oil available. 


PIPE LINE STATISTICS 


Large oil pipe line companies—carriers having annual op- 
erating revenues of more than $500,000—reported transporta- 
tion revenues totaling $68,417,356 for the third quarter of 1943, 
an increase of 15.9 per cent over the corresponding 1942 period 
when they reported revenues of $59,009,167, according to a 
compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of transportation revenue and traffic of 
the companies, statement Q-600. Oil originated on line and re- 
ceived from connections total 502,707,874 barrels for the 1943 
quarter as compared with 409,967,869 barrels for the like 1942 
quarter. 


TANK TRUCK ADVISORY COMMITTEE 


The entire 16-member national tank truck advisory com- 
mittee recently appointed by the Office of Defense Transporta- 
tion met Nov. 29 and 30 with O. D. T. officials and expressed 
their concern over the effect of manpower, parts and tire prob- 
lems on their operations. After hearing Director Eastman on 
the seriousness of the situation, the committee said that some- 
thing would have to be done or they would be unable to keep 
their trucks in operation. 

Pointing out the importance of their operations, the com- 
mittee said that 40 per cent of tank truck operations were for 
direct military use at air fields, and army and navy installa- 
tions, and that 50 per cent of tank truck operations represented 
deliveries to essential war industries, such as steel plants. 

Col. Frederick C. Horner, chief, highway division, army 
transportation corps; Lieutenant-Colonel Charles F. Nielson, 
director of traffic and transportation for the army air forces 
at Patterson Field, Dayton, O.; and Captain H. M. Shaffer, 
commanding officer of the fuel division of the navy’s Bureau of 
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ructed t¢ 
cates of | 






Supply and Accounts, discussed the situation with the comp; 
tee and gave assurance that they would aid the tank truckasm ce 
in the solution of their problems. ,f eae ne 
Others who attended the meetings of the committee were at # di 
R. L. Vaniman, director, automotive division, War Prody in which « 
Board; H. H. Kelly, director, division of equipment, O, p T. oesser 
H. C. Arnot, director, division of motor transport, O, p. 7 plying yer 
Walter Horchuli, director, marketing division, Petroleum Ad. <a hi 
ministration for War; and Ralph P. Russell, assistant director person we 
transportation division, P. A. W. — of 
The committee elected G. W. Laurie, manager, automotiy he ( 
transportation, Atlantic Refining Co., Philadelphia, Pa., 8 itMino up I 
chairman. on ‘“ 


i 
0. P. A. PETROLEUM CARRIER REPORTS ae to 


Revocation of the requirement of quarterly financial Teporis not issue 
from carriers of petroleum products on the Gulf Intracoastal # were adj 
Waterway, the Atlantic Intracoastal Waterway and the Migs, @ qvilian ¢ 
sippi River System was announced by the Office of Prig 
Administration Nov. 30. 

Difficulties that would be encountered in the preparatiq Mote 
of these reports, the first of which was due to be filed by 
November 30, 1943, were considered as outweighing the value ty 








O. P. A. of the information that could be supplied by the fined th 
carriers. rier EME 
“Maximum rates for these carriers have proven satisfactory § “8 | 
and until shippers of petroleum products or carriers call atten. 204(a) . 
tion to changes in conditions which might warrant revisions jp letin Ne 
ceiling rates, no further study of the rate structure appears tp § U¢ &4 
be necessary,” O. P. A. said. law lim 
The action was taken in Amendment No. 60 to Revised §. AIr 
Supplementary Regulation No. 14 to the General Maximum @ St! 
Price Regulation, effective November 29, 1943. mg 
U. S. RUBBER RECAPPING BOOKLET interste 
The United States Rubber Company is distributing with § 7: 
out charge to tire dealers and recappers a booklet of instruc. hour F 
tions on recapping and repairing synthetic rubber tires. It con pe 
tains detailed instructions on inspection, buffing, cementing respec 
application of camelback and curing. There is a special chapter = 
on the repair of synthetic rubber inner tubes. Much of the i 
material is taken from the textbook used in the company’s new ry f fl 
recapping school at Detroit. , “ 
TIRE RATIONING the bu 

Truck and bus tire and tube rationing quotas for Decen- a 

ber as announced by the Office of Price Administration are: duet 
New tires, 290,519 as against 290,245 for November, and new fect 
tubes, 258,187 as against 297,642 for November. The reduction rig 
in the quota for new tubes was due to the fact that in Noven- ficati 
ber tubes for farm tractors and implements were included in rom 
the quota for trucks and busses. A separate quota of farm poe 
tractor and implement tubes was set up for December—32,200. pit 
The O. P. A. said there was a continuing shortage of both new cal 


passenger and new truck tires. gas 
The Office of Price Administration announced that, effective ’ 


December 1, the recapping of tires for commercial vehicles tarp 
with truck-type camelback would be’ removed from rationing. ame 
It said this action was taken at the request of the Office of iv 
Rubber Director to encourage a more effective use of recapping 


service, thereby contributing to tire conservation by reducing such 


the demand for replacement tires. t 


“The step is now possible,” said the O. P. A., “since ade by 
quate stocks of synthetic rubber are being made available by the 


the Office of Rubber Director for increased camelback produc 
tion. Removal of rationing restrictions on truck recapping serv- 
ice will not only aid in preserving tires now on commercial Cot 
motor vehicles, but will lighten the work of local boards.” 


The O. P. A. also announced that, effective December 1, a 
tires manufactured principally from reclaimed rubber (wat rie 
tires) might be bought by those persons heretofore eligible pee 
for used tires. Among those listed as eligible for such tits § },. 
are operators of commercial vehicles which deliver medical of 
supplies, drugs, dry cleaning (apparel only), essential foods, wi 
and vehicles used exclusively by medical or dental laboratories. 

of 


TRUCK PURCHASES of 
The Office of Defense Transportation has issued a stat® J as 
ment warning all persons who were planning to purchase trucks we 
placed on sale by army salvage officers, and would-be purchas- ju 
ers of used trucks of any kind, that such purchases should not 
be made until the prospective buyer made certain that a cel st: 
tificate of war necessity would be issued by the O. D. T. f 9 
the type of service in which the truck was to be used, ac 
advising such buyers to consult O. D. T. district offices befott ti 
bidding on equipment. k 
The O. D. T. said that its district managers had been 




















WoRrppecember 4, 1948 


cted to advise inquirers informally whether or not certif- 
1€ Commi rates of war necessity would be granted and gasoline and 


K truckese eage certified in the event they purchased vehicles. It said 
hat if the vehicles were to be used in “for-hire” service for 
tte. were mich federal or state certificates were required, it would be 
Productig, ecessary to submit evidence of such authorizations when ap- 
: bs _ TiEiying for certificates of war necessity. 


Several instances had occurred, the O. D. T. said, were 
Ai sons had purchased trucks, and had then found the proposed 
service were of a nature that would not qualify them for allot- 
ments of motor fuel and mileage. 

The O. D. T. also warned that persons contemplating set- 
ting up new business enterprises, or enlarging present busi- 
nesses, Where the use of motor vehicles would be involved, 
should likewise consult O. D. T. district offices. Under amend- 


LUtoMotiye 
a., as its 


S ments to O. D. T. general orders, it said, the O. D. T. would 
ial repors fH pot issue gasoline for new enlarged truck operations unless they 
itracoast M were adjudged necessary to the war effort or to the essential 
he Missi. civilian economy. 
Of Price Se 
* 
reparatin § Motor Carriers and Wage-Hour 
a by The Labor Department’s wage and hour division has de- 
db et fned the scope of its jurisdiction over the hours of motor car- 
y the rier employes, under provisions of the fair labor standards act, 
tisfactory & taking into consideration the exemptions specified in section 
all pr 04(a) of the motor carrier act, 1935, in its interpretative bul- 
visions 1B ictin No. 9. The division thereby determines which employes 
ppears ty are entitled to overtime pay for hours in excess of wage-hour 
law limitations. : } 
> Revised Among the conclusions set forth by the wage-hour admin- 
Maximum istrator in that bulletin is one to the effect that drivers, me- 
chanics, loaders and drivers’ helpers employed by motor com- 
mon, contract and private carriers engaged in transportation in 
interstate and foreign commerce within the meaning of the 
ing with. motor carrier act will be considered exempt from the maximum 
F instruc. hour provisions of the fair labor standards act by virtue of 
. It con section 13(b)(1) of the latter act, by which “any employe with 
ementing respect to whom the Interstate Commerce Commission has 
1 chapter Power to establish qualifications and maximum hours of service 
h of the @ Musuant to the provisions of section 204 of the motor carrier 
ny’s new § %t’ is exempted from the maximum hour provision of section 
Tof the fair labor standards act. 
“On March 4, 1941,” said the wage-hour administrator in 
the bulletin, “the Interstate Commerce Commission published 
- Decem. § 2 teport in Ex Parte MC-2 and Ex Parte MC-3 to the effect 
ion are: @ (hat mechanics, loaders and drivers’ helpers (including con- 
and new ™ ductorettes on busses and armed guards in armored trucks) 
eduction § Affect the safety of operation of motor vehicles and are, there- 
Novem § (re, subject to the Commission’s authority to prescribe quali- 
luded in § {cations and maximum hours of service. . . . As is apparent 
of farm § ‘0m the Commission’s opinion, loaders do not include employes 
— 32,200, engaged solely in unloading motor vehicles or red caps of bus 
oth new @ “OMpanies engaged in loading baggage on busses. Similarly, 
mechanics do not include garage employes who merely oil, 
effective § 88, grease, or wash motor vehicles, or painters, carpenters, or 
vehicles § ‘arpaulin menders. 
ationing, “The Commission has not yet issued any regulations con- 
fice of § Cetning maximum hours of service for mechanics, loaders and 
>capping drivers’ helpers, although it has held hearings preparatory to 
reducing § Such regulations. However, the Supreme Court in its decision in 
the Southland Gasoline Co. vs. Payley and Richardson vs. Gib- 
rce ade. § Ons Co. cases (63 Sup. Ct. 917) held that the ‘power’ to fix 
lable by the maximum hours for drivers of private carriers existed in 
produc. § the Commission. . . . The fact that the Commission did not 
ng serv. | ®Xercise that power until 1940 . . . was held not to affect the 
mercial § ‘XiStence of the power. Likewise we believe these Supreme 


5.” Court decisions establish that the power exists in the Commis- 


mber 1, Sion to fix the maximum hours of work of drivers’ helpers, 
r (war | Mechanics and loaders of common, contract and private car- 
eligible § “Ts... and that such employes are presently exempt under 
ch tires § Section 13(b)(1), regardless of the fact that the Commission 
medical has not yet exercised this power. All other classes of employes 
| foods, of common, contract and private motor carriers are clearly not 
atories § “thin the exemption contained in section 13(b) (1).” 
The wage and hour division took the position that employes 
of the otherwise exempted classes who spent the greater part 
a of their time in any work week in non-exempt activities (such 
trode a producing, processing or manufacturing goods, or clerical 
ude rie Raia were not within the scope of the exemption from its 
ion. 
_ = Noting that the wage and hour provisions of the fair labor 
T. for Standards act applied to employes engaged in “production of 
d.. and goods for interstate commerce,” the division said that that act, 
before accordingly, applied to “employes engaged in the transporta- 
tion of persons or property by motor vehicle between places 
een it- within a state where the transportation constitutes the produc- 
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tion of goods for commerce, as the term ‘produced’ is defined 
in section 3(j) of the act, even though the goods have not yet 
entered into interstate commerce so as to subject the employes 
engaged in connection with their transportation to the juris- 
diction of the Interstate Commerce Commission.” As examples 
of such “producers” subject to its own jurisdiction the division 
named the following categories: 


Drivers transporting goods in and about a plant producing goods 
for commerce; chauffeurs or drivers of company cars or busses trans- 
porting officers or employes from place to place in the course of their 
employment in an establishment which produces goods for commerce; 
drivers who transport goods from a producer’s plant to the plant of a 
processor, who, in turn, sells goods in interstate commerce, the first 
producer’s goods being a part or ingredient of the second producer’s 
goods; drivers who transport goods from a factory to the plant of an 
independent contractor who performs operations on the goods and 
returns same by truck to the factory which further processes such 
goods for commerce. 


The division said it deemed it necessary for enforcement 
purposes to consider any employes of wholesale establishments 
who engaged in interstate commerce under the fair labor stand- 
ards act and whose duties affected the safety of operation of 
motor vehicles as exempt from the overtime provisions of the 
act under section 13(b) (1). 

It observed that the Commission had held that transporta- 
tion of consumable goods, such as food, coal and ice, to rail- 
roads, docks, etc., for use on trains and steamships was not 
transportation subject to the Commission’s jurisdiction. The 
division said that it was its opinion that drivers, drivers’ help- 
ers, mechanics and loaders employed by companies engaged in 
such activities were not within the exemption of section 13(b) 
(1) of the fair labor standards act. 

The division said that in view of amendment of the motor 
carrier act in May, 1942, it now disclaimed jurisdiction over 
hours of motor carrier employes engaged in pickup and de- 
livery service to line-haul motor carrier depots or under con- 
tract with forwarders. 

Jurisdiction under the motor carrier act over employes en- 
gaged in transporting mail under contract with the Post Office 
Department, in vehicles used exclusively for that purpose, had 
been disclaimed by the Commission, said the division, adding 
that since such employes apparently were engaged in inter- 
state commerce they were entitled to overtime pay under sec- 
tion 7 of the fair labor standards act. 


TRUCK WAGE CASES 


In a case involving the Toledo Group of Certificated and 
Permit Carriers, the Toledo Truck and Cartage Men’s Asso- 
ciation, of Toledo, O., and about 2,000 employes represented by 
local No. 20 of the International Brotherhood of Teamsters, 
the Trucking Commission of the National War Labor Board 
has ordered a general increase of 2 cents in hourly wages, 
effective as of June 1, 1943, according to an announcement by 
the board. 

“The increase brings the rate for drivers, the major classi- 
fication involved, up to 90 cents, the approvable rate for Toledo 
drivers, as set by the Fifth Regional War Labor Board at 
Cleveland,” the board said. “The commission also ordered pay 
for extra men for reporting to be increased from two hours’ 
pay to four hours’ pay. 

“Other operators in the area who previously paid the rates 
paid by these employers are authorized to make the same in- 
crease, ten days after filing notice with the nearest Wage and 
Hour Division office. The union’s demand for double time pay 
for Sundays and five holidays for employes of the motor car- 
riers’ groups was denied.” 


State Highway Officials Meet 


The American Association of State Highway Officials held 
its annual meeting at the Edgewater Beach Hotel, Chicago, 
December 1, 2 and 3. Approximately 700 attended. 

Brady Gentry, president, and chairman of the State High- 
way Commission of Texas, speaking December 1, urged that 
association members support bills pending in Congress which, 
if passed, would provide for federal expenditure of $1,000,000,000 
annually on improvements of public roads, and for expendi- 
tures of the various states of one-third that amount on road 
improvements, for the first three post-war years. In the past, 
state expenditures have averaged about the same as federal 
expenditures. The fact that the federal government would spend 
more than the states would not tend to decrease state highway 
commission authority, said he. There was “far more danger 
of losing control if we continue indefinitely with the thoroughly 
inedaquate highway system we have today, because people will 
conclude that, to have good highways, the federal government 
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must take over,” he said, adding that “‘we face a situation, not 
a theory.” He said that a large-scale road-building program 
should be undertaken as soon as the war ended to take up a 
prospective slack in employment. 

Philip B. Fleming, administrator, Federal Works Agency, 
speaking on “Public Works Planning in War and Peace,” said 
that federal departments and agencies had, in the aggregate, 
“about $7,000,000,000 worth of construction” planned for the 
post-war period, of which only $600,000,000 worth could be put 
in operation within the first year after the war. He said it was 
expected that approximately 14,500,000 people would be in 
need of jobs in that year, and that the association and other 
groups should prepare detailed plans for construction projects. 

Helen Whitaker, acting executive secretary of the associa- 
tion, reported that the various state highway commissions had 
indicated a need for aggregate expeditures of $11,000,000,000 
for highway construction, maintenance, retirement of debt, and 
costs of right-of-way in the post-war period. 

Charles L. Dearing, director, division of review and special 
studies, O. D. T., speaking December 2, said that approximately 
24,500,000 automobiles were now in use by private owners and 
an additional 1,000,000 were in the hands of dealers, a total 
about equal to the entire automobile census at the beginning of 
1940. That pool of cars, together with ‘an unexcelled system 
of highways and streets,” constituted a “personalized transpor- 
tation system capable of assuming a major role in wartime 
transportation,” said he. He said that continuance of those 
automobiles in efficient service would call for increased care by 
their owners and “the provision of an increasing volume of 
repair materials and manpower for proper servicing.” 

Thomas H. MacDonald, United States Commissioner of 
Public Roads, said that the nation’s railroad and highway 
system needed to receive increased allocations of materials 
and equipment in order to meet war traffic demands. ‘When 
the history of this war period is carefully reviewed,” he said, 
“T am convinced serious students will question why such meagre 
provision has prevailed for the maintenance and replacement 
of the facilities and plants of land transportation.” He said 
that “first consideration and encouragement” in the post-war 
period “should be given to private construction because the 
difficulties confronting a large private construction program 
are more than sufficient to rule out a hampering competitive 
public works program.” 


MOTOR EMBARGO AVOIDANCE 


Commenting on the fact that motor embargoes were not 
being filed in increasing numbers, an official of the Commis- 
sion’s Bureau of Motor Carriers said that motor carriers, as an 
alternative to embargoing shipments, were giving notice to 
connecting carriers of demands for increased divisions of joint 
through rates. The practice was largely indulged in by car- 
riers in the central states area, he said, and that there might 
be a protest made by southern carriers. 

The attention of the Commission had been called to the 
situation by carriers who had received such notices, it was said, 
and that in some cases the divisions demanded, based on the 
demanding carriers’ class rates, had been greater than the 
joint through rates. It was pointed out that such demands on 
the part of connecting carriers placed the originating carriers 
in the position of being unable to accept shipments which would 
be subjected to the increased divisions. 

The Commission might enter into an investigation of the 
situation on its own motion, it was said, although no such de- 
cision had as yet been made. The matter might also be brought 
formally before the Commission by way of a complaint from 
carriers receiving demands for such increased divisions, it was 
pointed out. 

Recently the Bureau of Motor Carriers made a study of 
embargoes filed, with a view to determining whether or not they 
were being improperly used, but no action was taken by the 
Commission as a result of that study. 


CHICAGO PICK-UP AND DELIVERY 


Raymond F. McKeough, regional administrator at Chicago 
for the O. P. A., announced November 29 that, effective De- 
cember 1, Chicago carters’ rates for pick-up and delivery service 
for the railroads would be increased 15 per cent, under an 
agreement reached by the Cartage Exchange of Chicago, the 
Illinois Motor Truck Operators Association, and the railroads, 
and approved by the O. P. A. Approximately 300 cartage 
companies serving the railroads would be affected by the agree- 
ment, he said (see Traffic World, Nov. 6, p. 1118). 

The agreement was based in part on a new 6% per cent 
increase in the truckers’ rates, authorized by the O. P. A. to 
cover increased operating costs other than wages, and in part 
on an 8% per cent increase in carter rates authorized by the 
O. P. A. last May to cover an increase in wages granted to 
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carter employes at that time. The carters had not previg 
taken advantage of the 8% per cent increase authorizas 
because it applied to “contract carriers,” according to ¢ 


O. P. A., and the carters considered themselves to be comp : a 
carrier truckers. In recent negotiations with O. P. A. offig ‘dministr 


the carters agreed to make the increase and the O. P. A, offi’. incurec 
agreed not to consider the truckers’ action as evidentiary c ae A 
their status as contract or common carriers. a sident 


pS Es ERA a caaee 1 

JOINT INFORMATION OFFICES pon 
_ The plan under which the Office of Defense Transpor F The 
tion will take over operation of the joint information officsdwas estat 


which have been operated by the trucking industry, is now; 1s life t 


the hands of the Office of Price Administration for Study gies its ™ 
the schedules of charges as between carriers for the uge givand, of 
equipment involved, say officials of the O. D. T. Further delay Parke 


in putting the plan into operation, they said, arose out of thimjudge Jo 
fact that the O. D. T. labor management committee had Mi ourt. 
pressed some opposition to execution of the plan until One 
committee had had an opportunity to study its provisions, 

The plan has been under discussion for several mon 
and it was the hope of the O. D. T. that it could be placed; 
operation on Dec. 1. 


THEFTS OF TRUCK PAYMENTS 
“A rising problem within our industry, likewise affectiyf— ment cla 
other branches of for-hire motor transportation, is Tepre by the fe 
sented by the increasing number of cases where drivers, aftelmnecessit< 
collecting C. O. D. amounts, are abandoning the vehicles ay payment 
absconding with the money,” says J. F. Rowan, executive secmil existing 
tary, Household Goods Carriers’ Bureau, in a bulletin to meni jimited 
bers. “One added difficulty is the apparent absence of appropy: requisiti 
ate federal legislation in overcoming the burden of establish Spo 
definite proof as to the exact point at which the actual erin 
was committed. 


contenti 


“The matter has been under discussion by legal repr a y 
sentatives of the American Trucking Associations and the Dio, wor 
partment of Justice, and that agency is desirous to learn ty The W. 


what extent these crimes are being committed and going wi ment c 
punished, with the view of designing and presenting to Congres yaines. 
an appropriate bill that will bring needed relief. emerge 

“If at any time in your operations you have experienc Si 
a case of this kind it would be most helpful to our efforts if ¢anda 
you will advise us of the pertinent facts, likewise the difficulty case o 
which you may have encountered in recovering your property aml to be 
successfully prosecuting the offender. If you elect it will m compe! 
be necessary to give names. However, the information in ead 
case should be in such order as to give a fairly complete pictur 
of your experience. 


: . ’ P 

“Armed with this material we should not encounter tw hs 
great a problem in gaining Congressional action to the exten oF gy 
of providing an expedited means of prosecution that will noth of the 
defeated by existing technicalities of law.” stipul 
a eee eee J 

ILLINOIS INTRA-STATE TRUCK CASE Marir 


The Decatur Cartage Company, Hayes Freight Lines, ani coma: 
Peoria Cartage Company have appealed to the supreme cout shipp 
of Illinois from an order of the circuit court of Sangamog ment 
County, Ill., upholding action of the Illinois Department dj $300, 


Public Works and Buildings in granting an extension to R. fj and! 
Keech, doing business as Keech Transfer Company, to operat 
as a common carrier from Springfield to Morris, Ill. a distan®® good 
of approximately 125 miles. that 


In a joint brief, the appellants say the department’s one Sup 
authorizing the extension was based generally on the existent} take 
of the O. D. T.’s General Order No. 4, which never became é B guid 
fective. Keech, say the appellants, had authority to operdlt 
from Morris to Springfield but not in the reverse directi ® phr; 
Keech had asked for the extension when it appeared that, und? § “oy 
O. D. T. Order No. 4, he could not continue to deadhead fi aye, 
- Springfield to Morris, because the order prohibited truck mot ® whe 
ments at less than 75 per cent capacity load, the brief says. I sary 
says Order No. 4 was superseded by General Order No. It 
providing that truckers could operate without load on conditia 
they first made reasonable attempts to lease their trucks 
other companies having shipments to make in the directidl 
such trucks moved empty. Keech therefor was not adversél} 
affected by the O. D. T. orders, and his only ground for ® 
questing the extension was eliminated, the brief says, adding 
that the appellants provide adequate facilities for handim® p. 
shipments moving from Springfield to Morris and that publ ber 
convenience and necessity does not require the granting of #§ 
extension to Keech. ; sti 

The appellants, who have authority to operate both init 
state and interstate, ask that the order of the department ® he 
set aside because it allegedly was in violation of section i cle 
of Article II of the Illinois truck act, governing public 

venience and necessity applications. 
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Je ember 4, 1943 


hip Compensation Hearing 


Intricate legal questions were raised and various bases 
or the payment of “just” compensation by the War Shipping 
dministration for ships requisitioned, purchased, chartered 
insured by it were suggested in hearings Nov. 26 and 27 
ty the Advisory Board on Just Compensation, appointed by 
President Roosevelt (see Traffic World, Nov. 20, p. 1292). The 
sarings Were held in a conference room adjoining the Depart- 
mental Auditorium, in Washington. 

The executive order of the President by which the board 
was established (see Traffic World, Oct. 23, p. 1034) limited 











ts life to 90 days from Oct. 15. The President appointed 

T Study giM,s its members three federal court judges—Judge Learned 

the use yiftiand, of the appeals court for the Second circuit; Judge John 

rther dey; Parker, of the appeals court for the Fourth circuit, and 

+ Of tyijudge Joseph C. Hutcheson, Jr., of the Fifth circuit appeals 
ee had ole, 

| until thy Fone of the questions to which much of the testimony heard 

'S1Ons, by the board was directed was a question as to the legal mean- 

al monty ing and effect of the “enhancement clause” of section 902(e) 

> placed j of the merchant marine act of 1936 in determining just com- 

pensation for vessels or use of vessels requisitioned by the 

w.S. A. That question had been raised because of a ruling 

by the Comptroller General that provisions of the “enhance- 

€ affectin& ment clause’—to the effect that the value of ships requisitioned 
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by the federal government had not been enhanced by the causes 
necessitating their taking—required the W. S. A. to base the 

ent of “just’? compensation to ship owners on the values 
existing at the time the President declared existence of a 
limited national emergency (Sept. 8, 1939), although actual 
requisitioning of the vessels did not take place until April, 1942. 

Spokesmen for ship owners at the hearing reiterated the 
contentions they had expressed on several previous occasions, 
to the effect that compensation to be paid to them by the 
w.S. A. for the requisitioning of their ships should be based 
on world market values as of the time of the requisitioning. 
The W. S. A. has taken the position that, under the “enhance- 
ment clause,” such compensation should be based on the ship 
values as of the date of the declaration of an unlimited national 
emergency by the President, in May, 1941. The advisory board’s 
purpose in holding the hearings was to establish equitable 
standards, rules and formulae for general application in the 
case of vessels taken for war purposes, such standards, etc., 
to be for the guidance of the W. S. A. in determining just 
compensation for the ships. 


Payments Withheld 


Pending settlement of the present impasse on the just 
compensation question, the W. S. A. has withheld payments 
of such compensation on total losses of vessels, 25 per cent 
of the time charter hire and 50 per cent of the bareboat hire 
stipulated in executed contracts. 


John J. Burns, general counsel of the American Merchant 
Marine Institute, representing a majority of the steamship 
comanies affected by the controversy, told the board that the 
shipping industry was “the innocent victim of an inter-depart- 
mental dispute which resulted in the withholding of over 
$300,000,000 due on contracts, charter parties, insurance policies 
and requisitioning by the federal government.” 


He said that if there was a market value for requisitioned 
goods at the time of the taking, that value should prevail, and 
that if there was no market value, rules laid down by the U. S. 
Supreme Court in a number of cases as to the factors to be 
taken into account in fixing just compensation should be the 
guiding factors. : 

Several times in the hearings the question of how the 
phrase, “causes necessitating the taking,” contained in the 
enhancement clause,” should be interpreted. Mr. Burns 
averred that the ship owners here involved had not been told, 
When their ships were requisitioned, why it had become neces- 
sary for the government to take the ships. 

Frequent references were made in the course of the hear- 
Ing to a compilation of data about ship requisitioning, ship 
Values, etc., prepared by the House merchant marine committee 


and designated as “document No. 20.” 


Parker McCollester, representing the Association of Amer- 


ican Shipowners, contended that the “enhancement clause” as 
pcrPreted by the Comptroller General was unconstitutional. 
ven if the President’s proclamation of September, 1939, had 


€n one of an unlimited national emergency, with the ships 


Hewsitioned at a later date, the clause would have been uncon- 
stitutional by reason of the fixing of a valuation on the ships 
as of a date prior to the time of the taking by the government, 


€ maintained. Mr. Burns asserted that the “enhancement 


Clause” as it had been interpreted by government officials was 
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“extreme” and singled out the shipping industry for “peculiar 
treatment.” 


Lake Carrier’s Position 


James W. Ryan, counsel for the Gartland Steamship Co., 
operating on the Great Lakes, asked the board to take into 
consideration elements of special value with respect to Great 
Lakes carriers, and not to fix a hard and fast rule for determin- 
ing compensation for all merchant ships. A similar request 
was submitted by B. H. Becker, on behalf of the Booth Fish- 
eries Corporation. 


William Radner, counsel for the W. S. A., said that so far 
as the war shipping administrator was concerned, the advisory 
board’s decision would be considered binding. He raised the 
question of the application of the “enhancement clause” to 
issuance of insurance policies on ships chartered to the W. S. A. 

Charles McInnis, representing four companies operating 
ships along the Atlantic seaboard, submitted a brief setting 
forth the following contentions, as to which there appeared 
to be general agreement by the ship owner interests generally: 


*‘Just compensation’ for requisitioned vessels should be measured 
by the fair market value of the vessel at the time of the taking, plus 
interest from the time of the taking to the time of payment. ‘Just 
compensation’”’ for the use of vessels is the fair market rental or charter 
value of such vessel during the period of use by the War Shipping 
Administration. 

Fair market value should be determined upon the basis of bona 
fide sales or charter rates and offers to purchase or to charter, where 
available. In the absence of bona fide sales or charter rates or offers 
to purchase or to charter such fair market value should be based upon 
(a) reproduction cost, less depreciation sufficient to reflect the condition 
of the vessel at the time of the taking; (b) earning power of the 
vessel in the trade or use for which such vessel is best adapted; (c) 
other factors affecting the particular vessel, such as speed, functional 
depreciation, special type of construction, etc., and (d) in some in- 
stances actual cost of acquisition where such cost may be said to be 
some evidence of market value. 


Among others who appeared before the advisory board on 
behalf of ship owner interests were Cletus Keating, attorney, 
of New York City; James Moore, of San Francisco, representing 
the Pacific American Steamship Association and the Shipowners’ 
Association of the Pacific Coast, and Albert Boni, appearing 
for several owners of small vessels. 


War Shipping Administrator Land has issued a notice of 
revision of the W. S. A. program covering ship requisition, 
charter and operation, which the W. S. A. announced Oet. 15 
(see Traffic World, Oct. 23, p. 1034). The revisions, including 
a provision for withdrawal of requisition notices and a provision 
for reserving the rights of the administrator in connection with 
change-over from one form of charter to another, were made 
effective as of Oct. 15. 

Briefs Filed 


In briefs filed with the advisory board, after the hearings, 
by several of the ship owner interests represented, conclusions 
expressed were generally to the effect that no formula could 
be adopted for general application in determining “just com- 
pensation” for ships taken by the government. 


The Baltimore Steam Packet Co., in its brief, said that in 
making such a. determination the war shipping administrator 
should first establish the level of minimum value by reference 
to the reproduction cost depreciated; that consideration should 
then be given to “other relevant factors, such as insurance, 
earnings, availability for service, and special values to the 
owner,” to determine whether there were values in excess of 
the reproduction cost depreciated, and that such factors as 
severance damage should also be considered. To the value 
thus determined, it said, a sum equal to interest from the date 
of taking to the date of payment should be added. 

Max O’Rell Truitt, attorney, of Washington, D. C., in a 
brief naming no other party in interest, said that there was 
no hard and fast rule prescribing the factors that must be con- 
sidered in determining “just compensation” due an owner for 
requisition of a vessel by the government. Rather, he said, the 
amount of compensation must be determined “by a combination 
of all pertinent factors such as, but not limited to, the cost of 
reproduction less depreciation, earnings, the value of compar- 
able vessels, and any special value the vessel has to its owner.” 
He said that where private property was taken for public use, 
the “unanimous weight of authority’ held that the just com- 
pensation due the owner might not be limited by any legisla- 
tive formula, and he cited, in support of that statement, Monon- 
gahela Navigation Co. vs. United States, 148 U. S. 312, 327-328, 
and other decisions. A brief on behalf of Ira S. Busbey & Sons, 
Inc., and Eastern Transportation Co. stated the position that 
the factors to be considered in determining just compensation 
were the historical background, characteristics and value of 
the vessels, the condition at the time of taking, replacement 
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cost less depreciation, appraised values, earnings, insurance 
values, and interest. 

The Booth Fisheries Corporation, of Chicago, said the 
board should recommend enactment of legislation by Congress 
authorizing the war shipping administrator to compensate ship 
owners for ships taken (except with respect to vessels on which 
construction or operating differential subsidies had been paid) 
‘in accordance with the provisions for just compensation in the 
Fifth Amendment.” It said that just compensation as guaran- 
teed by the Fifth Amendment to the Constitution was the value 
of the property taken at the time of the taking. 

Alfred C. Boni, attorney, of New York City, as spokesman 
for a group of owners of small vessels, said the factors to be 
used in determining just compensation, in the order of their 
importance, were: (1) value based on earnings; (2) estimated 
cost of reproduction less depreciation; (3) market value, or 
value of comparable vessels, and (4) special values. The Asso- 
ciation of Pacific Fisheries and the Northwest Salmon Canners 
Association jointly filed a brief in which they said, among 
other things, that the government should reimburse fishermen 
for the equipment it took “on the same basis as these people 
in turn are compelled to go out and replace it.” 


0. P. A. and “Iron Ore Fleet’ Rates 


An 8 per cent increase in maximum rates of Great Lakes 
vessels for the transportation of iron ore, effective for the pe- 
riod from Aug. 31 to Dec. 31, 1943, has been authorized by the 
Office of Price Administration. In announcing its approval of 
the increase, the O. P. A. said that the carriers’ petition for an 
increase of 10 per cent, to cover a substantial rise in operating 
costs since the O. P. A. general maximum price regulation 
“froze” the prevailing rates as of March, 1942, had been filed 
on Aug. 31. 

The O. P. A. said that a “special post-season increase of 
31.25 per cent” which it had previously authorized for Decem- 
ber for the “iron ore fleet’ (see Traffic World, Nov. 20, p. 
1264) might be added to the new maximum rates. 

It said that studies by it had indicated that an 8 per cent 
increase would restore to the companies involved their 1939- 
1940-1941 base period earnings, and that the increased cost of 
transporting iron ore would not affect the cost of living. It 
added that the increased rates were for “transportation of the 
utmost importance in the war effort’ and that “an uninter- 
rupted flow of iron ore is needed to the production of steel, 
which is vital to the successful prosecution of the war.” Since 
the new rates were maximum rates, carriers and shippers were 
still free to negotiate rates below the new ceilings, it observed. 
Continuing, it said: 

The rates apply to the transportation of iron ore on the Great 
Lakes by carriers for hire other than common carriers. Private car- 
riers are not subject to the rates except to the extent to which they 
may transport iron ore for hire. The iron ore covered is that produced 


in Minnesota, north of Minneapolis, or in Wisconsin or Michigan and 
used in the manufacture of iron or steel. 


The new ceiling rates in cents per gross ton of 2,240 pounds follow: 
From Lake Superior ports west of Marquette, Mich., to- Lake Erie 


ports or ports in the south end of Lake Michigan............. 86.4 
From Marquette, Mich., to Lake Erie ports or ports in south end 

a NI a 3 naka atacasa eipn ai SIo lps 2. wise 0,8 (hc elessr4.n nie aidiacsho elaine 77.8 
From. Deespanea., Mien., to Lake Tirie ports... ......cccccccacccoscs 64.8 
From Escanaba, Mich., to Lake Michigan ports.................... 51.8 


An unloading charge of 14 cents per gross ton, generally made, is 
not included in these rates and may be added. 

Provision for the 8 per cent increase in maximum rates 
was made in amendment No. 58 to revised supplementary regu- 
lation No. 14 to the O. P. A. general maximum price regulation. 


W. S. A. RATE ORDERS 

The War Shipping Administration, in rate order No. 229, 
has prescribed as maximum a surcharge of 22 per cent ap- 
plicable to specified rates for transportation between U. S. 
Atlantic and Gulf ports and Venezuela. In rate order No. 231 
the W. S. A. has prescribed rates and surcharges on ores and 
ore concentrates in bulk, from east coast of South America to 
U. S. Atlantic and Gulf ports. In rate order No. 232, it has 
prescribed rate and surcharge on petroleum and petroleum 
products in tankers from U. S. Gulf ports to Nassau. 


WAR RISK INSURANCE 

The War Shipping Administration, division of wartime in- 
surance, has issued supplement I to Bulletin C-28, effective No- 
vember 26, amending section III, imports to the United States 
and exports to certain American Pacific possessions (sec. 27), 
and section IV, Hawaiian Islands and Midway and Palmyra. 
Except as amended in the supplement Bulletin C-28 remained 
unchanged, said the W. S. A. The amendments will result in 
reductions in.a number of war risk insurance rates, and elimi- 
nation of rates on movements from Vladivostok to U. S. 
Pacific ports, and from White Sea ports and Murmansk to 
U. S. Atlantic or Gulf ports. 
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Shi & oD e e 
ipping Decisions 
Cases Recently Decided by State and Federal Courts — 


(Digests taken from Reporters and Digests of National Reporter 
published by West Publishing Company, St. Paul, Minn, 
Copyright, 1943, by West Publishing Company.) 


(District Court, W. D. Washington, N. D.) The Sinking 
a vessel while being properly handled, without undue strese 
weather or other known external cause, was presumptively rs 
to unseaworthiness, iy 

Evidence as to actual seaworthiness of petitioners’ yo 
which sank following a collision with drifting logs both gs, 
structural features of vessel and as to proper manni 
equipping of the vessel for the voyage was sufficient to ove. 
come presumption that vessel was unseaworthy because 
was destroyed or lost without positive knowledge of the 
so as to entitle petitioners to be exonerated and exempted fron 
personal liability over and above value of remains of yogi 
and her: equipment as might be found. (Petition of Erlandsey 
51 Fed. Supp. 921.) 

(District Court, S. D. New York.) Only evidence of gy 
statements relative to cause of damage to cargo made by chic’ 
officer of libelled vessel while damaged cargo was being y, 
loaded with respect to which a proper foundation was laid wer 
admissible to impeach chief officer’s testimony. 

Proof of inconsistent statements of a witness can be ep 
sidered only for the purpose of impeachment and not as gi. 
stantive evidence of the truth of the matter stated. 

Evidence failed to establish that representation in bill ¢ 
lading covering shipment of talc powder signed by master ¢ 
vessel that tale was received in Bombay, India, in apparey 
good order and condition was false except as to a few hag 
and hence except as to such bags vessel was not liable » 
rea of “estoppel” to holder in due course for value of bill ¢ 
ading. 

Holder in due course for value of bill of lading signed ly 
master of vessel and covering damaged shipment of tale pov. 
der had the burden of proving falsity of representation of bil 
that tale was received in apparent good order and condition in 
order to hold vessel liable on theory of estoppel for damay 
resulting from reliance on such representation. (The Sophocls 
51 Fed. Supp. 953.) 





WATER EXEMPTION APPLICATION 

Stevens & Co., of New Orleans, La., has filed a petition 
with the Commission for an order exempting it from the pr 
visions of part III of the interstate commerce act in accordane 
with section 302(e). The company said it was willing to restri¢ 
itself to an operation under which it would furnish vessel 
under charter, lease, or other agreement, to persons other tha 
carriers subject to the act, for use by such persons in maritt 
construction. The company said it was primarily a contract 
and that there were times when other contractors or perso 
who needed vessels for marine construction would call on tl 
applicant to furnish such vessels. 

The application said that, while Stevens & Co. had ™ 
financial affiliation with Louisiana Materials Co., Inc., all tt 
vessels it used were chartered from that company. As Louisiati 
Materials also held an exemption allowing it to charter sit 
equipment, the application said the net result of allow 
Stevens & Co. an exemption would not increase competition om 
iota in so far as other carriers were concerned. 


CONTROL OF -EXPORTS AND IMPORTS 


The Office of Exports, Foreign Economic Administratii 
has issued its current export bulletins Nos. 134 and 135, dealing 
with various export regulations. 


LAKES GRAIN SHIPMENTS 


The War Food Administration has announced that it 
program organized last spring to ship Canadian and Unite 
States grain on the Great Lakes to the northeast prior tot 
close of navigation will be completed soon. Grain shipped & 
der this year’s program will total 180 million bushels, as 0 
pared with 118 million bushels shipped in the same peri 
year. 

W. F. A. reported arrangements for winter storage of § 
million bushels of feed wheat on ships at lower lake ports. 

“This ship-stored supply will add to the commercial # 
government stocks of grain now in eastern warehouses, i 
said. “The grain stored in warehouses and on ships 
moved into consumption in the winter to supplement ¢ 
receipts by rail. 

“In order to meet the production goals for meats, mi 


rts 


orter 
Minn, 


le of bill of 


; Signed by 
F tale pov. 
tion of bil 
Ondition in 
or damag 
Sophocle, 


a petition 
m the prv 
accordance 
r to restrict 
ish vessels 
other tha 
> in marin 
contractor 
or persons 
call on th 


Yo. had 
nc., all th 
s Louisiam 
varter such 
f allowin 
etition on 


S 
Linistration 
35, dealing 


d that it 
nd Unite 
rior to tt 
hipped w 
Is, as Col 
period las 


rage of 
ports. 
iercial a 
houses,” ! 
ips 

nt curr 


eats, mi 


“I feel like these orders come 


right from Eisenhower”’ 


Pa 


“Thirty-nine hours to haul 87 
cats to , New Jersey. 
Only a couple of years ago it 
would have taken 5 days. It 
just goes to show what you 
can do when the railroads and 
shippers march to war to- 
gether.” 


These days, railroad men and 
shippers are figuring that their 


train orders come from the 
High Command, and they act 
with unbelievable speed and 
efficiency. 


General American Transporta- 
tion’s fleet of 55,000 specialized 
freight cars shares this burden 
and helps speed service. The 
nation’s war needs have proved 
once again the value of freight 


cars built and serviced by the 
coast-to-coast organization of 
General American Transporta- 
tion Corporation. 


A SYMBOL OF INTEGRITY FOR OVER 40 YEARS 


GENERAL AMERICAN TRANSPORTATION CORPORATION 
Chicage 


BUILDERS AND SUPPLIERS OF RAILROAD FREIGHT CARS 4 
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and eggs, from October 1, 1943, through September 30, 1944, 
W. F. A. has estimated that the North Atlantic states will 
require the shipment of approximately 200 million bushels of 
feed grains. It is estimated that 40 million bushels of this 
quantity will have been received by water between October 1 
and the close of navigation in December, and that 55 million 
bushels will need to be shipped during the period of open navi- 
gation in 1944. This would leave about 100 million bushels to 
be shipped by rail, a part of which already has been shipped.’ 


EXPORT “SPECULATION” DENIED } 

A. J. Kelley, treasurer, D. C. Andrews and Company, Chi- 
cago, chairman of the export and import traffic committee of 
the National Industrial Traffic League, in a letter to N. W. 
Hawkes, chairman of the eastern lines freight traffic managers’ 
committee, denies charges reported to have been made by Mr. 
Hawkes at the recent meeting of the National Foreign Trade 
Council in New York, that many so-called frustrated export 
shipments were “the result of shippers sending freight to sea- 
board on the speculative chance that ocean space arrangements 
could be effected.” : 

As chairman of the league committee, says Mr. Kelley, he 
has checked “any number of such shipments” and in no case 
has he found that “export shipments had been made to the 
seacoast on speculation.” All of them, he continues, “moved 
under bona fide orders; bookings were of record with the vari- 
ous steamship companies involved; export declarations were on 
file with the custom house, and only the circumstances of war, 
through countries being overrun, ships being sunk or requisi- 
tioned by various governments for war needs and similar causes, 
were the shipments not exported as originally intended.” Mr. 
Hawkes reported statement, he adds, “is not only unjust but 
it is untrue and entirely without basis in fact.” The purpose 
of his letter, he adds, is to issue a “polite demand” on Mr. 
Hawkes, that he ‘‘correct any impression (again if you are cor- 
rectly quoted) that you may have left with the members of the 
National Foreign Trade Council that there might have been 
any truth in such remarks.” 

The letter also refers to what Mr. Kelley says is an attempt 
on the part of the eastern railroads to “evade” earlier agree- 
ments for the settlement of claims for frustrated freight. “The 
members of the National Industrial Traffic League do not take 
kindly to the action of the members of your committee in refus- 
ing to go along with the proper adjustment of this matter as 
was agreed a year ago,” it says. 


SEAMEN PROTEST HEALTH EXAMINATION 


The Sailors Union of the Pacific, A. F. of L., by Harry 
Lundeberg, secretary-treasurer, has protested to the War Ship- 
ping Administration against a proposed regulation requiring 
physical examinations of seamen for the principal purpose, ac- 
cording to the W. S. A., of ascertaining whether the seamen 
have contagious diseases, particularly venereal diseases. Capt. 
Edward Macauley, member of the Maritime Commission, and 
W. S. A. deputy administrator, said the National Maritime 
Union, C. I. O., had not expressed a desire to be “uncoopera- 
tive in this proposed program.” Lundeberg charged that behind 
the move was an attempt to get rid of old seamen. Capt. 
Macauley disavowed any such intention. As to a threat that 
seamen would strike if the regulation were made effective, he 
said that the W. S. A. could man the ships and that the ships 
would sail. Details of the proposed regulation had not been 
worked out and the regulation probably would not be made 
effective until about the first of 1944, it was said. 


ACME RECEIVES ARMY ORDNANCE AWARD 


The Acme Steel Company, Chicago, and its employes, have 
received the U. S. Army ordnance banner for meritorious pro- 
duction. The award, presented at ceremonies conducted by 
Captain L. C. McEvoy, U. S. Army, was for “supplying ordnance 
with normal and emergency demands promptly and with the 
greatest degree of cooperation.” 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Interstate Commerce Commission: Alvin R. Allison, Levelland, 
Tex.; Fred D. Binkley, Washington, D. C.; Alexander Cooper, 
Pittsburgh, Pa.; Edward W. Currie, Matawan, N. J.; John De- 
Courcy, Boston, Mass.; Frank A. Farrington, Portland, Me.; 
Paul Folger, New York, N. Y.; George Addison Hobart, New- 
ark, N. J.; John L. Johnson, Chicago, I1l.; Maurice H. Kirshner, 
Wilkes-Barre, Pa.; Lester Carpenter Leonard, Asbury Park, 
N. J.; Daniel Lowenthal, Philadelphia, Pa.; Joseph J. Mazza, 
Boston, Mass.; Joseph W. McGovern, New York, N. Y.; Lenn J. 
Oare, South Bend, Ind.; James J. O’Brien, Philadelphia, Pa.; 
Martin E. Perrine, Chicago, Ill.; Abraham Polakoff, Relay, Md.; 
Sol A. Raiskin, New York, N. Y.; Ralph Royall, New York, 
N. Y.; Thos. O. H. Smith, Nashville, Tenn.; Kester Walton, 
Asheville, N. C., and Jesse Watson, New York, N. Y. 


TRAFFIC Wopibcember 


Personal Notes 


William T. Lowe, for many years traffic manager . 
American Window Glass Company, Pittsburgh, Pa., hag: 
promoted to be general traffic manager and manager g 
order department of that company. 3 

R. R. Taylor has been appointed general agent at Kis 
Falls, Ore., for the Western Pacific, Sacramento Northern 
Tidewater Southern railroads. : 

The Trafficmen’s Association of America held its fos 
annual fall dinner dance at the Furniture Club, Chicago, p, 
cember 4. 


E. P. Behrhorst has been appointed northwest Manager 
Seattle for the Acme Fast Freight and Atlas Freight, Inc, with 
jurisdiction in Washington, Oregon, and northern Idaho, 

D. D. Hornlein has been appointed commercial agent fy 
the Pioneer Carloading Company at San Francisco. 


Paul F. Youngblood has been appointed manager, and 
liam P. Finneran, assistant manager, of the Columbus, 
terminal of LeCrone-Benedict Ways, Inc. 


J. L. Webb has been appointed manager of stations 
motor service for the Pennsylvania Railroad, at Philadelph 
Lewis P. East has been appointed general agricultural age 
Richmond, Ind. x 


Thomas P. Casey has been appointed district freight = 
manager for the Milwaukee Road at New York, not at 
as erroneously reported in this column last week. 


Walter Reid, chief clerk, engineering department, 
Island Lines, Chicago, died November 25. He had served 
the company since 1909. 

H. R. Higgins, vice-president in charge of traffi¢ 
Rosenberg Brothers and Company, San Francisco, died 
vember 8. R. F. Ahern has been appointed traffic manager 

James E. McKee, Jr., formerly chief of the United 
bureau at Nashville, Tenn., has been appointed a memb@l 
ye public relations department of the Frisco Railway 

ouis. a 
Arthur F. Noyes has been appointed truck tire mani 
Pacific coast area, for the B. F. Goedrich Company, at) 
Angeles. L. H. Taylor has been appointed to duties with 
Akron, O., staff of the truck and bus tire department, 

H. J. Poole has been appointed assistant manager, tire sé 
department, Akron. 4 

William N. Garvin, 49, superintendent of transportatio 
the Wabash Railroad, St. Louis, died at Decatur, IIl., No 
ber 28. He entered railroad service in 1912, and had § 
with the Wabash since 1921. 

W. M. Griffin has been appointed chief of tariff bureg 
the Pittsburg and Shawmut Railroad, Kittanning, Pa., ‘ 
ing Wayne P. Gunns, who resigned. { 

A. Newton Streeter, who retired last year as a pal 
of Hayes and Streeter, freight forwarders and brokers at] 
York, died at his home at Belville, N. J., November @ 
the age of 81. 4 

R. L. Vaniman, director of the automotive division 6 
War Production Board, has announced he plans to resign 4 
January 1 and return to private industry. 4 

William J. Lahr, general freight agent, Chicago, Burl 
ton and Quincy Railroad, Chicago, spoke on “The Rai 
Wartime Performance” at a meeting of the Rotary Clu 
Beardstown, Ill., November 29. 

Capt. A. T. Palmer, U. S. Army, formerly a member ¢ 
Commission’s suspension board, has been promoted to the? 
of major. He is attached to the commerce branch litiga 
division, judge advocate general’s office, War Departme 

Robert F. Hodous has been appointed traffic agent for 
Columbia cement division of the Pittsburgh Plate Glass CaRiRy 
pany at Zanesville, O., succeeding L. H. Johnston, who res 

The Foreign Commerce Club of New York will hol@ 
annual Christmas party at the Hotel Astor, December 15. - 

A foreign traders Christmas party will be held by: 
Export Managers’ Club of New York at the Hotel Pennsyl 
December 16. 

J. T. Whiteford has been appointed manager, and 
McDonald, assistant to manager, of the passenger service bu 
of the Canadian National Railways, at Montreal. W. J. & 
has been appointed general agent at St. Louis for the Gf 
Trunk-Canadian National. 

Kinsey N. Merritt, general manager, public relations, 
way Express Agency, spoke on “If Winter Comes, Can Sf 
Be Far Behind” at a recent meeting of the Metropolitan 
chasers’ Assistants Club of New York. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
_ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WORLD, 


The Norfolk-Portsmouth, Va., Traffic Club has elected the 
following officers: President, Brooks N. Anderson; first vice- 
president, E. W. Barnes; second vice-president, Phil S. Gornto; 
secretary, D. J. Foley; treasurer, T. R. Horton; members, board 
of governors, for two years, L. H. Rives and Commr. Calvin H. 
Dalby. They will be installed at the annual meeting and Christ- 
mas party December 16. 








The Traffic Club of Washington, D. C., will hold a ladies’ 
night dinner dance December 7. There will be a program of 
entertainment, and war savings bonds and stamps will be dis- 
tributed as door prizes. G. B. Allen, general agent, Union Pa- 
cific, is chairman of the entertainment committee. 





Cyrus S. Ching, industrial relations director, United States 
Rubber Company, spoke on “Post-War Industrial Relations 
Problems” at a luncheon meeting of the Traffic Club of Minne- 
apolis December 2. Turkeys will be distributed and football 
films shown at a luncheon meeting December 9. The annual 
=" cake dinner was held December 5. There was a stage 
show. 





The Junior Traffic Club of Metropolitan St. Louis held a 
senior traffic club night meeting, December 1, at which Lt. Col. 
George V. Riley, U. S. Army, commanding officer at the St. 
Louis Ordnance Plant, spoke. 





At a dinner meeting of the Oakland, Cal., Foreign Trade 
and Harbor Club, December 2, Wallace B. Worswick, sales and 
export manager, Galen Company, Berkeley, Cal., spoke on “The 
National Foreign Trade Convention.” Cliff Buell, member, spoke 
on “Bulgaria.” 





Richard J. Lyons, deputy director for the Illinois State 
Department of Revenue, will speak on ‘‘Taxes in Free Enter- 
prise” at a special luncheon meeting of the Traffic Club of 
Chicago December 9. 





Ursie R. Watson, new president of the Traffic Club of 
Memphis, has spent his entire trans- 
portation career with the Nashville, 
Chattanooga, and St. Louis Railway. 
He began as a messenger boy in the 
local freight office at Paducah, Ky., in 
1910. After several promotions, he 
was transferred to the traffic depart- 
ment in 1918. On the return of the 
railroads to private operation after the 
first world war, he was appointed 
freight traffic agent. Later he was 
transferred to Jackson, Tenn., where 
he remained for six years. In 1934, he 
was transferred to Memphis. Two years 
later he was made assistant general 
agent at Memphis, and in 1940 was 
promoted to be general agent in charge 
of the railroad’s Memphis traffic office, 
the position he now holds. He was in- 
stalled as president of the Memphis Club at its annual dinner 
November 15. 








At a luncheon meeting of the Los Angeles Transportation 
Club, November 29, Judge Leroy Dawson of the Los Angeles 
municipal traffic court, spoke. Harold J. Blaine, general traffic 
manager, Lyon Van and Storage Company, was chairman for 
the day. 





The Transportation Club of Decatur, Ill., will hold its an- 
nual members only smoker December 14. The annual election 
will be held. Nominees for election to office include: For presi- 
dent, E. V. Burwell; first vice-president, R. M. Hall; second 
vice-president, K. L. Stivers; third vice-president, C. R. Shively; 
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secretary, E. N. Stevenson; assistant secretary, D. K, p 
treasurer, H. L. Kline. 7 





Arch Ward, sports editor of the Chicago Tribune will 
toastmaster at the annual dinner of the Woman's Traffic Chi 
of Chicago December 6. Elmer Leyden, commissioner of 7 
fessional football, will speak on “One of the Four Horseme 7 
Edna Schaar, traffic manager, Metropolitan Lumber Compan, 
is chairman of the committee on arrangements. y 





The Traffic Club of the Lehigh Valley will hold a 
dinner meeting, December 13, at the Hotel Easton, Ea 
There will be a floor show. A. H. Nailor is chairm 
entertainment committee. 


Month} 
Ston, Pa, 
an Of the 





E. A. Coons, new president of the Los Angeles Transpor. 
tation Club, lived the first ten years of his life in Various 
California railroad stations, where his 
father was agent. His father js BF 
Coons, retired general agent for th 
Chicago, Rock Island and Pacific. The 
son was graduated from high schoo} g 
Los Angeles and immediately went jy 
work as a clerk for the Rock Islang 
Subsequently he worked for the New 
York Central and the El Paso anj 
Southwestern, later merged with the 
Southern Pacific. In 1907 he became 
clerk and stenographer in the Los An. 
geles office of the Pacific Fruit Express, 
Following several promotions, he be. 
came general agent in charge of south. 
ern California, Arizona, New Mexico, 
Texas and Mexico, in 1911. He hel 
that position until the railroads wer 
taken over by the government in the 
first world war. In 1920, on the return of the railroads to 
private management, he was appointed general agent in charge 
of freight and passenger traffic for the Union Pacific at Los 
Angeles. When the Los Angeles and Salt Lake Railroad was 
taken over by the Union Pacific in 1921, he was made general 
agent, freight department, and in 1937 was promoted to assis- 
tant freight traffic manager, the position he now holds. 











The Birmingham, Ala., Traffic and Transportation Club 
canceled its regular luncheon meeting set for December 3, be 
cause of the inability of Kinsey N. Merritt, general manager, z 
public relations, Railway Express Agency, to attend as guet @ 
speaker. Mr. Merritt was forced to cancel his talk following B ~~ 
the death of a brother-in-law and injuries to his sister-in-law § 
in an automobile accident November 24. 





George S. Mullins, Transportation Consulting Service, wil 
speak on “Classification, Rail and Motor” at a traffic talk grou 
meeting of the Junior Traffic Club of Chicago December I. 


= 3 





The York, Pa., Traffic Club will hold its annual oyster 
bake at the Manufacturers Association Building December § 
The annual dinner will be held January 13, 1944, rather than 
January 20, as previously announced. The following have been 
nominated for election to office: For president, J. Warte 
Graybill; first vice-president, S. R. Snyder; second vice-pretr 
dent, B. H. Throop; treasurer, James S. T. Strayer; membets, 
board of governors, for two years, C. R. Seeley, Clyde Mundort, 
and John Clark. The annual election meeting will be heli 
January 28, 1944. 















WOR 





At a luncheon meeting of the Traffic Club of St. Louis, 
December 6, John B. Edwards, attorney, will speak on My 
Duty as an American Citizen.” cg 


1. C. C.-C. A. B. APPOINTMENTS 


President Roosevelt, December 2, sent to the Senate] 
nominations of Joseph B. Eastman and John L. Rogers: 
reappointment as members of the Commission, and of @ 
Lee, formerly United States senator from Oklahoma, for 
pointment as a member of the Civil Aeronautics Board. 
appointments to the Commission are for terms ending Decefl 
31, 1950, and that to the C. A. B. is for the term ending Decem 
31, 1949. The present terms of these officials expire Dee 
ber 31. 

Mr. Eastman, now director of the, Office of Defense 
portation in addition to retaining his membership on the @ 
mission, began his service with the Commission February 
1919, while Mr. Rogers, on part-time duty with the O. D. 
began his service as a commissioner September 16, 1937. 
Rogers is assistant director of the O. D. T., having relinquism® 
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the position of director of the O. D. T. division of motor trans- 
port some time ago. 


Northwest Advisory Board 


The Pacific Northwest Advisory Board will hold its winter 
meeting at Longview, Wash., December 8. The _ business 
session will be held in the library of Lower Columbia Junior 
College, and the luncheon at the Hotel Monticello. Co- 
operating in arrangements are the Longview Chamber of 
Commerce, the Longview Transportation Club and Lower 
Columbia Junior College. Speaker at the luncheon will be 
H. W. Siddall, chairman, Transcontinental and Western Pas- 
senger Associations and the Western Military Bureau. Harvey 
B. Hart, manager, Port of Longview, will be toastmaster. 

Gordon Tongue, secretary-treasurer, Superior Portland 
Cement, Inc., Seattle, Wash., president of the board, will pre- 
side at the business session. There will be reports from the 
executive committee, K. C. Batchelder, traffic manager, West 
Coast Lumbermen’s Association, Seattle, chairman; transpor- 
tation committee, F. P. Borden, traffic manager, Dougles Fir 
Plywood Association, Tacoma, Wash., chairman; equipment 
and service committee, Ivan L. Plette, manager, Yakima Val- 
ley Traffic and Credit Association, Yakima, Wash., chairman; 
railroad contact committee, N. A. Myer, superintendent of 
transportation, Milwauee Road, Seattle, chairman, and mem- 
bership committee, Frank S. Clay, traffic manager, Portland 
Traffic Association, Portland, Ore., chairman. 

H. E. Kerry, general traffic manager, Rayonier, Inc., Seattle, 
will summarize reports of commodity carloading committees. 
Emil Hanson, assistant traffic manager, West Coast Lumber- 
men’s Association, Seattle, will review current transportation 
legislation. R. V. Boyle, traffic manager, Brown and Haley, 
Tacoma, will report on plans for the 1944 Perfect Shipping 
Month campaign, and H. D. Smith, western zone traffic man- 
ager, Weyerhaeuser Sales Company, Tacoma, will report on 
the recent meeting of the National Association of Shippers’ 
Advisory Boards. W. C. Griffin, assistant manager, port traffic, 
Association of American Railroads, San Francsico, will speak 
on national transportation conditions, and T. A. Stevenson, 
manager, Tacoma Chamber of Commerce, will speak on the 
commercial development of the Pacific northwest. 

In the evening there will be a joint dinner of the members 
of the executive, transportation and railroad contact com- 
mittees. 


SOUTHEAST SHIPPERS’ BOARD MEETING 


The Southeast Shippers’ Advisory Board will hold its 
Winter Meeting at the Thomas Jefferson Hotel, Birmingham, 
Ala., December 9. General Chairman Ray A. McCaffrey, south- 
ern traffic manager, United States Pipe and Foundry Company, 
Birmingham, will preside, assisted by General Vice Chairman 
J. S. Farish, traffic manager, Southern Cypress Manufacturers 
Association, Jacksonville, Fla.; General Secretary E. Lloyd 
Burgen, representative, traffic and grain, Quaker Oats Com- 
pany, Memphis, Tenn., and field secretary T. R. Blackmarr, 
Atlanta, Ga. 

Highlights of the meeting will be a report on southeast 
industrial performance by Chairman McCaffrey; a summary of 
railroad activity by T. M. Healy, Atlanta, district manager, car 
service division, Association of American Railroads, and the 
forecast of carloadings in the territory for the first three months 
of 1944. Railroad transportation officers will discuss prospects 
for continuing successful handling of the district’s war load, and 
chairmen of the board’s 27 car efficiency committees will tell 
of their plans to do a 10 per cent more efficient job of car 
handling. 

M. J. Gormley, executive assistant, A. A. R., will be the 
principal speaker. 


I. C. SCRAP DRIVE COMMITTEE 


A general scrap committee of Illinois Central officers and 
heads of employe organizations has been formed to launch a 
second wartime scrap salvage drive on the railroad property. 
The first drive was held in the last part of 1941 and throughout 
1942. The general scrap committee will work through division 
organizations and committees to prepare plans for gathering, 
prep#ring for marketing, and disposal of scrap metals, paper, 
and other essential war material. 


CHANGES IN DOCKET 

Hearings in MC 50897 Sub. 1, Triangle Trucking Co., extension of 
operations, and MC 22653 Sub. 4, J. G. Reis & Sons, Inc., extension of 
operations, set for December 1, Brooklyn, N. Y., Hotel St. George, 
Examiner Luce and Jt: Bd. 119. 

Hearing in MC 6699 Sub. 3, assigned December 11 at Troy, Ala., 
transferred to Federal Building, Dothan, Ala., before Jt. Bd. 98, 
December 11. 
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Questions and Answers — 


° In this column will be answered questions of both legal 
practical nature that confront persons dealing with traffic, 
specialist on interstate commerce law, who is a member of OUr Be. 
cial service department, will give his opinion in answer to Any sin. 
ple question relating to the law of interstate transportation a 
freight. The same man, with long experience and wide kn 
will answer questions relating to practical traffic problems, We w 
not desire to take the place of the traffic man but to help him ix 
his work. 

The right is reserved to refuse to answer in this columg any 
question, legal or traffic, that it may appear to us unwise to Answer 
or that involves a situation too complex for the kind of investigg. 
tion herein contemplated. If a@ more comprehensive answer tog 
question is desired than is thought proper for this column, th 
department will answer it by letter for a reasonable charge, 

No attention will be paid to anonymous communications » 
questions from nonsubscribers, 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D, ¢. 
Nn 


Liability of Initial Motor Common Carrier for Loss of or injy 
to Goods in Possession of Connecting Carriers 


Mississippi.—Question: Without giving much thought , 
the matter, I have been under the impression for some tins 
that the liability of a motor carrier was the same as that of 
rail carrier, i. e., to the extent that the originating motor cy 
rier was responsible for all loss or damage occurring on ij 
lines or occurring on the lines of its connections. Howey 
upon investigation I can find no provision in the Motor : 
Act similar to Paragraph No. 11, section No. 20 of the Inte 
state Commerce Act. 

Also in Yeckes-Eichenbaum, Inc., vs. McCarthy, N. ¥, 4 
N. E. 2d 517, it was shown that a common carrier accepted 
goods for transportation and that upon delivery by the ks 
carrier in another state the goods were found in a 
condition. The question presented to the court was: “Can th 
initial carrier be held liable?” 

The shipper alleged only that the goods were received it 
good condition by the initial carrier, but he did not pre 
whether the initial carrier or another carrier caused the dan 
age. The higher Court refused to hold initial carrier liable, ay 
said: “The presumption is that they continued to be in tk 
same good condition when they left the possession and contr 
of that initial carrier.” 

In view of this ruling, the question is raised as to whati 
the liability of a motor carrier for liability and loss and mu 
the claimant prove which carrier caused this damage, or lox 
before suit will be entertained by the courts. 

Answer: Section 219 of Part II of the Interstate Com 
merce Act provides that “the provisions of section 20(11) ai 
(12) of part I of this Act, together with such other provisiow 
of such part (including penalties) as may be necessary for tl 
enforcement of such provisions, shall apply with respect to com 
mon carriers by motor vehicle with like force and effect asil 
the case of those persons to which such provisions are speti 
ically applicable.” 

Section 20(11) of Part I of the Act provides that any com 
mon carrier receiving property for transportation from a poil 





Air Transport Regulation 
(Continued from page 1374) 

one bureau and another competing kind by anotli 
bureau, especially when the other one conceives its dill 
to be promotional as well as regulatory. And the pM 
motion is always at the expense of the compel 
agency by a competing commission. We want no oil 
petition in regulation and no subsidy for any form? 
domestic transportation. If the planes in existence @ 


not be utilized without subsidy, then they should 
scrapped as other war material will have to be scrap 


in the happy event of peace. If there is not endl 


commercial demand for them to justify present a 


plane factories continuing to turn out planes, then mi 


factories will also have to be scrapped or manufactlt 


something else, as in the case of other wartime prom@ 
tion. Let’s keep our feet on the ground. 
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At Christmas, perhaps more than at 

any other time, we realize what it 

means to be an American... to wor- 

ship as we please...to give our 
children a sound, normal life. And in the shin- 
ing eyes of those children we see reflected a 
confidence that we will keep faith with them 
by preserving our Nation’s freedom and demo- 
cratic ideals. 


To keep that faith, we must work and sacrifice, 
not only through the buying of bonds, but by 
devoting our energies to the task of winning a 
victorious peace. 


The 50,000 Union Pacific employees engaged 
in transportation, so vital to victory, join with 
all other fighters for freedom in striving toward 
that common goal. Whatever it costs, we must 
keep faith. 
A.J. SEITZ 
General Freight Traffic Manager 


Union Pacific Railroad 
Omaha, Neb. 
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in one state to a point in another state shall issue a receipt or 
bill of lading therefor, and shall be liable to the lawful holder 
thereof for any loss, damage, or injury to such property caused 
by it or by any common carrier to which such property may 
be delivered or over whose line or lines such property may pass 
within the United States when transported on a through bill of 
lading, and no contract, receipt, rule, regulation, or other lim- 
itation of any character whatsoever shall exempt such common 
carrier from the liability hereby imposed. 


Tariff Interpretation—Application of Rating on Machinery, on 
Skids to Crated Shipments on Skids 


New York.—Question: Item No. 31890 of Official Motor 
Freight Classification No. 2, M. F.-I. C. C. No. A-1, provides for: 
“Machinery and machines, NOIBN, set-up loose or on 
skids”—third class 
“Set-up in barrels, boxes, crates or K. D. in packages” 
—fourth class 

We recently received one crate of machinery weighing ap- 
proximately 3300 pounds and described on bill of lading as “one 
crate of machinery, set-up” and in the body of the bill of lad- 
ing the words “on skids” were written. 

The machine in question was actually in a crate and to 
facilitate lift truck handling the crate was skidded. The carrier 
insists that third-class rating applies, whereas we maintain 
fourth-class rating is applicable and that the skids were merely 
a precautionary measure made by shipper to facilitate handling 
by lift truck. 

Will you kindly advise if, in your opinion, we are correct 
in insisting that fourth class rating applies and if there have 
been any decisions made by regulatory bodies where conflict in 
packing exists. 

Answer: As the article was tendered to the carrier on 
skids, even though crated, the third class rating, in our opinion, 
applies. 

To apply the fourth class rating would be to disregard the 
rating which applies to shipments on skids. 


While there is no requirement that shipments on skids be 
crated, there likewise is no prohibition against the crating of 
shipments on skids, under the third class rating. 


Tariff Interpretation—Application of Rating on Empty Con- 
tainers Returned 


Oklahoma.—Question: Below is quoted Item 2580 of South- 
western Motor Freight Bureau, Inc., Tariff No. 15, MF-I. C. C. 
No. 94, Exceptions to National Motor Freight Classification. 


Containers, Second-Hand, Empty, Returned, Viz.: 

Boxes or Carriers, Shipping, Bakery Goods, Wheeled, wood, fibre- 
board and iron combined, or wood and iron combined. 

Boxes or Carriers, Shipping, Bakery Goods, fibreboard, paperboard 
of pulpboard, K. D., flat, folded flat, or collapsed, in boxes or bundles. 

Cans, Boxes or Cases, Cracker, Sheet Iron or Sheet Steel, set up, 
including those made partly of glass. 

Crates, Cracker, Collapsed. 

Straight or mixed shipments, L. T. L. 


We have not shown the class rating or basis or Note One, 
which has to do with certificate requirement, as the question 
of rates is not involved. Certain bureau members contend that 
the description applies only on containers used in packing 
bakery goods, and that the return movement will not apply 
on other used containers, second-hand, empty returned, made 
of fibreboard or pulpboard. 


Therefore, we will appreciate receiving your interpreta- 
tion of the above quoted item, advising whether or not, in your 
opinion, the returned movement applies only on bakery goods. 

Answer: While the heading of the Item quoted above does 
not restrict the containers listed to those used for a particular 
purpose, the body of the item does, as to each class of con- 
tainers, employ terms which, in our opinion, restrict the appli- 
= of the item to containers user in transporting bakery 
goods. 

See the opinion of the Commission in Mid-West Wine Com- 
pany, Inc., vs. Chicago, St. P. M. & P. Ry. Co., 234 I. C. C. 497. 


Tariff Interpretation 


Wisconsin.—Question: In the May 3, 1943, issue of Trans- 
port Topics was an article entitled “Decisions of I. C. C. Ana- 
lysed for Basis Principles Governing Trunk Lines’ Joint Rates 
and Routes.” This article listed ten basic conclusions deter- 
mined by a study of Interstate Commerce Commission decisions 
and we quote No. 10: 


A published rate in a tariff pre-supposes a through route and 
a carrier party to the tariff must protect the published rate regardless 
of whether a through route actually exists. 


In our particular case we had a truckload shipment of 
transformers, electrical, shipped from Columbus, Ohio, to Lynn, 


Decatur County, Georgia. This destination is on] 
the Great Southern Trucking Company. 
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Y served 


Transformers in the South Classification take a 3rd «i 


rating 1. t. 1. and 6th class t. 1, minimum weight 20,009 

Great Southern Trucking Company has a fourth class min; 
rate restriction as per Item 14170 of R. L. Weck’s No 
A sixth class rate is published from Columbus, Ohio. to } 
Georgia, in R. L. Weck’s No. 1-B, and shipment wa 


» to Ly 





S 
beyond originating truck line, the Dixie Ohio Expreal le @ A 
pany. Although the shipment weighed 13,548 pounds, ¢ s 
based on 6th class t. 1. figured considerably less than Oh | ves: 
basis of the minimum 4th class rate and minimum qos 
16,000 pounds under the provisions of Item 14,470 of R 4 twe 
Weck’s 1-B. Would not the 6th class t. 1. rate apply consija 
ing the wording of the above quoted “basic conclusion No 10) ing 
If not, wouldn’t one have to consider the 5th and 6th a: 
rates from Columbus, Ohio, to Lynn, Georgia, as paper py, for 
published but not applicable because of restrictions? 
Answer: So far as the 5th and 6th class rates are cau 
cerned, they are not the applicable rates, in the preseng , h 
4th class minimum rate restriction in Item 14170. wh 
The presence of this restriction in the tariff does not oy 
stitute a departure from the principle stated in the 10th a for 
clusion to which you refer in the first paragraph of your lett N 
It merely affects the measure of the published rate. 0 
GREAT LAKES REGION CAR UNLOADING PLEA T 
A strong plea to members of the Great Lakes Regio 
Advisory Board to load and unload cars more promptly, a3 ri 
contribution toward the 10 per cent increase in car efficie g 
declared necessary by Director Eastman of the O. D, Tj the 
contained in a letter by F. J. Armstrong, traffic nord 
United States Radiator Company, Detroit, Mich., president 
the board. A spot check of the board’s area on November$ 
he said, showed that 2473 firms had a total of 11,481 cars, 
hand for unloading of which 2685, or 23.4 per cent, had be 
on hand over 48 hours. That figure, he said, was alarming, a 
the cure was in the hands of the receivers. 
7 


Docket of the Commission 


NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignment 
now on the Commission’s docket of dates later than herein show 
will not bear asterisks when they do appear. Current cancellation CORN 
and postponements announced too late to show the change in thi 

docket will be noted elsewhere. ¢ 








December 6—Albuquerque, N. M.—Hilton Hotel—Examiner Winson: 
MC F-2321—R. G. Spitzer and L. D. Harris, purchase H. R. Pritt 

December 6—Brooklyn, N. Y.—Hotel St. George—Examiner Bennett: 
MC 104382—M. Greenberg, Loch Sheldrake, N. Y. 

December 6—Cincinnati, O.—Gibson Hotel—Examiner Way: W 
29007—-C. L. Greeno Co. vs. Mississippi Valley Barge Line Co. ei 

December 6—Mobile, Ala.—Hotel Cawthon—Examiner Walsh: 

1. & S. 5247—All freight, straight carloads, to and from south. 

December 6—Portland, Ore—Oregon Bldg.—Examiner Carkin: 
Finance 14363—Application of S. P. & S. for authority to purd 

and operate properties of G, C. & W. R. 

December 6—Stockton, Calif.—Federal Bldg.—Examiner Sharp: 
W-522—Nickols Transportation Co., common carrier application. 
W-814—United Boat Lines, common carrier application. 

December 6—Washington, D. C.—Examiner Weems: 

FF-2—Pitt & Scott Corp. freight forwarder application. 
FF-3—Mohegan International Corp. freight forwarder application] 
FF-122—Carloader Corp. freight forwarder application. : 

December 7—Brooklyn, N. Y.—Hotel St. George—Examiner Bennett: 
MC 103804 Sub. 3—A. Meltzer, Brooklyn, N. Y., certificate to ext 

operations. 

December 7—Lake Charles, La.—Majestic Hotel—Jt. Bd. 164: 
MC 54452 Sub. 1—T. & M. Ry., St. Louis, Mo., certificate to ext 

operations. 

December 7—Washington, D. C.—Examiner Lyle: 

Finance 7833—Levisa River R. R. construction. 
Finance 14356—Application of N. & W. for authority to construct# 
extension of its line of railroad in Pike County, Ky. 


December 8—Brooklyn, N. Y.—Hotel St. George—Examiner Bennett: fifty 
MC 103763 Sub. 1—Schenley Distilleries Motor Division, Inc. WR oo, 
renceburg, Ind., permit. Biba 
December 8—Houston, Tex.—Ben Milam Hotel—Examiner Walsh: 
1. & S$. 5252—Oyster shell screenings, La. and Tex. to W. T. L 
December 8—Kansas City, Mo.—Hotel President—Examiner Way: 
Fourth Section Appl. 20239—Sugar from Grand Island, Neb. 


December 8—Los Angeles, Calif.—Federal Bldg.—Examiner Sharp: 
28993—Norris Stamping & Mfg. Co. vs. P. R. R. et al. 
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What can go by 





AIR EXPRESS? 


Practically anything! Huge 
pieces of machinery weighing 
many tons, for instance, can be 
shipped by AIR EXPRESS, when 
dis-assembled and packed in 


smaller units. 







F your shipment can go by rail, it can usually go by 
I AIR EXPRESS, providing it fits into an Airline Transport 
(when oversized, the shipment can often be dis-assembled 
into smaller units). 


No special packing is needed, either. In fact, the careful 
handling so typical of AiR EXPRESS eliminates the need for 
expensive cases or massive crates. Consequently when you 
pack for AIR EXPRESS, pack compactly —thus reducing 
weight and shipping cost. And for fastest delivery — ship 
when ready — as early in the day as possible. 


This 3-mile-a-minute service is available direct to more 
than 350 U.S. cities and to scores of foreign countries. 


AIR EXPRESS RATES REDUCED 


As a result of the great volume of Air Express traffic created 
by wartime demands and the increased efficiency developed 
to satisfy these demands...Air Express rates within the 
United States have been substantially reduced, in some 
instances as much as 12)2%, depending on the weight of 
the shipment and the distance it moves. Consequently, 
shippers nationwide are now saving an average of 104% 
on air cargo costs. 


ASK for our new 1943-44 CALENDAR-BLOTTER. Write to 
Dept. PR-13, Railway Express Agency, 230 Park Avenue, 
New York 17, N. Y. 





Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
’ Representing the AIRLINES of the United States 




















































































The only weekly market place in print covering the 
entire field of transportation and distribution for those 


WANTED TRUCKING COMPANY MANAGER—Sound mid-western 
trucking company wants an all-around manager with operating, traffic, 
sales and managerial experience. Good opportunity for right man. 
Letters of application should give complete details. Salary $10,000 a 
year. Address Box 181, Traffic World, Chicago address. 


HOUSEHOLD GOODS and office equipment final certificate, between 
all points in Arizona, Colorado, Illinois, Iowa, Kansas, Minnesota, Mis- 
souri, Nebraska, New Mexico, North Dakota, Oklahoma, South Dakota, 
Wisconsin, and Wyoming. $30,000.00 or the best offer received by 
March ist. Reply Box 182, Traffic World, Chicago address. 





POSITION WANTED—Chicago or vicinity, rate or traffic work, 14 
years’ railroad experience in Freight Traffic Department. 30 years old, 
married, draft deferred. Box 180, Traffic World, Chicago address. 


TRAFFIC MANAGER, 24 yrs.’ continuous experience and thorough 
technical training, seeks greater opportunity. Law graduate, 42, ICC 
Practitioner. Location immaterial. Box 183, Traffic World, Chicago 
address. 


1. C. C. PRACTITIONERS. The only practical, authentic I. C. Law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


FOR SALE—LIMITED NUMBER OF COPIES OF AIR SURVEY 
“Civil Aeronautics Board, March, 1941, Air Line Traffic Survey" 


A limited number of copies of a comprehensive survey of air traffic 
for March, 1941, are now available to those interested. Statistical 


data on this all important subject as gathered and compiled by the 
Civil Aeronautics Board has now been reproduced in convenient book 


form in three volumes—over 800 pages of valuable information. 
Copies may be purchased by addressing the Traffic Service Corpo- 
ration, 1023 Earle Building, Washington 4, D. C. 








December 8—Louisville, Ky.—Kentucky Hotel—Examiner McGrath: 
28976—Louisville Live Stock Exchange vs. A. G. S. et al. 
1. & S. 5265 and Sups. 1 and 2—Live stock between Louisville, Ky., 
and C, F. A. 
December 8&—Washington, D. C.—Argument: 
W-887—Application of Pere Marquette. 
Finance 14152—Northern Pacific abandonment. 


December 8—Washington, D. C.—Examiner Berry: 
1. & S. 5256—Brick Iowa to Omaha, Neb. 
December 8—Wichita Falls, Tex.—Chamber of Commerce Rooms—Ex- 
aminer Winson: 
MC F-2329—L. F. Miller and F. D. Miller, purchase, M. H. Carrell. 
MC F-2330—L. F. Miller and F. D. Miller, purchase, Yellow Transit 
Co. 
December 9—Brooklyn, N. Y.—Hotel St. George—Examiner Bennett: 
MC 22622 Sub. 3—Garment Carriers, Inc., Newark, N. J., certificate 
to extend operations. 
MC 67603 Sub. 1—L. E. Weeks, Rockville Center, N. Y., certificate to 
extend operations. 


December 9—Charleston, W.. Va.—State Comm.—Jt. Bd. 118: 
MC 66562 Sub. 529—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 93003 Sub. 2—Carroll Trucking Co., 
tificate to extend operations. 
December 9—Los Angeles, Calif.—Federal Bldg.—Examiner Sharp: 
29013—Carstens Packing Co. vs. G. N. et al. 
29013 Sub. 1—Armour & Co. vs. G. N. et al. 
29013 Sub. 2—Acme Packing and Provision Co., Inc., Frye and Co. vs. 
British Columbia Electric Ry., Ltd., et al. 


December 9—Troy, Ala.—Pike County Activity Bldg.—Jt. Bd. 100: 
MC 89926 Sub. 3—Florida-Alabama Motor Lines, Troy, Ala., certifi- 
cate to extend operations. 
December 9—Washington, D. C.—Argument: 
W-461—Jackson-Hope Towing Co., Inc., contract carrier application. 
December 9—Washington, D. C.—Jt. Bd. 108: 
MC 18133 Subs. 12 and 13—Arlington and Fairfax Motor Transporta- 
tion Co., Arlington, Va., certificates to extend operations. 
December 10—Brooklyn, N. Y.—Hotel St. George—Examiner Bennett: 
MC 37294—Schumer Theatrical Transfer, Inc., New York, N. Y., cer- 
tificate or permit. 
MC 77339 Sub. 1—R. Brunjes, Ridgewood, N. Y., permit to extend 
operations. 


December 10—Charleston, W. Va.—State Comm.—Examiner Card and 
Jt. Bd. 62: 
MC 104652—H. Jobe, Hemphill, W. Va., certificate. 
MC 104639—Smith’s Tire and Service Co., Huntington, W. Va., cer- 
tificate. 
December 10—Dalias, Tex.—Baker Hotel—Examiner Winson: 
* MC F-1938—R. C. Bowen, control; Bowen Motor Coaches, purchase, 
W. H. Woodlief. 


Huntington, W. Va., cer- 


CLASSIFIED ADVERTISIN 


Classified display—$15 a column inch.) 
Write for 6 time, 13 time, 26 time, and 52 time classified display discount rates. 
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who have services, materials, equipment, etc., tg 
or sell. (Reader ads—$1.00 a line, minimum 3 


AND $9 


USED TRUCKS BOUGHT 
Fleets Our Specialty 
DAVID B. KAPLUS, INC. 


307-319 Frelinghuysen Ave. 
NEWARK, N. J. 


FREIGHT CARS for INDUSTRIAL SERVICE 


30—Ballast, Composite; 50-Ton 

50—Box, 36-Ft.; 40-Ton; Steel Ends 

10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
25—Dump, Magor, Automatic, 30-Yd.; 50-Ton 
2—Dump, Western, Automatic, 20-Yd.; 40-Ton 
2—Dump, Western, Automatic, 27-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
25—Flat, 40-Ft., 40-Ton 

75—Gondola, Composite, 36-Ft. and 40-Ft.; 40-Ton 

100—Hopper, Double; 50-Ton 

45—Hopper, Side-Discharge; 50-Ton 
16—Refrigerator, 36-Ft.; 30-Ton 

100—Refrigerator, 40-Ft.; 40-Ton 

150—Tank, 8000-Gallon; 40 and 50-Ton 

Locomotives and Passenger Cars too! 


IRON & STEEL PRODUCTS, INC. 
38 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 


FOR SALE 


COMPOSITE GONDOLA 
BUILT NEW. 1928 


Full steel underframe, steel stakes and braces, wood floors, ends, 
and sides. 


General Specifications 


100 CARS 


Outside 
44'2" 
10'4” 


Inside 


Average Light Weight 39,200 pounds 
Cubic Capacity 1,533 cubic feet 


Couplers 6x8”, Cast Steel Coupler Yokes, Cardwell Draft Gears, 
TRUCKS: Fulle ’“U” section Bettendorf type, with cast steel bolsters, 


Cars now being removed from revenue service, and do not requite 
general repairs. 


AVAILABLE FOR IMMEDIATE DELIVERY 
Specifications and quotations furnished on request. 
RAILWAY ACCESSORIES COMPANY 
4100 Carew Tower Cincinnati 2, Ohio 


December 10—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76 and 5); 
MC 23456 Sub. 2—Chicago-Detroit Express, Inc., Chicago, IIL, cert 
cate to extend operations. 
MC 30727 Sub. 5—The Billy Baker Co., 
extend operations. 
December 10—Los Angeles, Calif.—Fed. Bldg.—Examiner Sharp: 
* |. & S. 5270—Pineapples El Paso to Calif. 


December 10—Minneapolis, Minn.—Hotel a Way: 
29028—Lakeville Creamery Co. vs. Railway Express Agency, Ine, 


December 10—Washington, D. C.—Examiner Berry: 
1. & S. 5266—Newsprint paper, Canada to Louisiana. 
December 10—Washington, D. C.—Argument: 
Finance 13928—C, R. I. & P. abandonment, 


December 10—Washington, D. C.—Jt. Bd. 108: J 
MC 1800 Sub. 9—A. B. & W. Transit Co., Alexandria, Va., cert 
to extend operations. ; 
MC 1800 Sub. 12—A. B. & W. Transit Co., Alexandria, Va., UNC 
to extend operations. ae 
December 11—Brooklyn, N. Y.—Hotel St. George—Examiner Ben 
1. & S. M-2318—Various commodities over Harrison Express Co 


December 11—Charleston, W. Va.—State Comm.—Examiner Cardi) 
MC 104678—Mangin Transfer and Storage Co., Oak Hill, W. 
certificate, : 
December 11—Charleston, W. Va.—State Comm.—Jt. Bd. 118: 
MC 104440 Sub. 2—G. C. Gerwig & Son, Exchange, W. Va., P 
December 11—Detroit, Mich.—Hotel Fort Shelby—Examiner ‘Colf 
MC 104651 Sub. 1—Dymond Trucking, Fremont, Ohio, permit. 
December 11—Dothan, Ala.—Federal Bldg.—Jt. Bd. 98: 
MC 6699 Sub. 3—Coastal Stages, Florala, Ala., certificate to 
operations. 


Toledo, Ohio, certificate t 












